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arranging for copies to be delivered to an agent or corre- 
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with the necessary delivery instructions. 
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Mr. Charles Hambro on Railway Efficiency 


R. CHARLES HAMBRO’S first appearance as Chairman 
before the Great Western Railway stockholders, at the 
annual meeting last week, was inevitably fraught with diffi- 
culties. To follow in the steps of such eminent Chairmen 
as Lord Churchill and Lord Horne—the shadow of the 
latter’s death was still apparent at the meeting—could in no 
circumstances have been easy; to have to do so at a time as 
critical as the present must have added immeasurably to 
the burden, but Mr. Hambro acquitted himself admirably. 
There was overwhelming agreement among the stockholders 
of the benefit to be derived from the elevation of Sir James 
Milne to the board, whilst retaining the General Managership 
which he has occupied with such distinction during the past 
12 years. In the circumstances of the times it is the more 
to be regretted that the Minister of Transport has been 
unable to accept a director of the railway company as a 
member of the Railway Executive Committee, and that 
this will necessitate deferment of the time when Sir James 
will take a seat on the board and will be able to give his 
colleagues, in full measure, the benefit of his counsel, the 
more valuable because it is backed by a wide experience 
gained in the closest contact with the manifold activities of 
the company. Mr. Hambro, in common with the other rail- 
way chairmen, dealt trenchantly with suggestions of ineffici- 
ency on the part of the railways and that the remedy lay in 
some form of public control. He deplored the tendency to 
waste the energies of those responsible for running the 
machine by an academic discussion of the merits or demerits 
of alternative policies which might be adopted at some time 
in the future. 


* 


Southern Achievements 

Because of its very close proximity to the theatre of war 
in the earlier stages, the Southern Railway is unique in the 
variety and volume of military traffic with which it has had 
to cope during 1940, and it was appropriate that the Chair- 
man in his speech at the annual meeting on March 12 should 
have devoted some attention to this phase of the company’s 
activities. In September, 1939, more than 1,000 special trains 
were used to convey nearly 300,000 passengers who were 
being evacuated from what were then regarded as vulner- 
able areas. In the twelve months of 1940, 300 more special 
evacuation trains had to be provided, but these numbers 
pale before the figure of 2,000 which Mr. Holland-Martin 
named as the number of special trains provided by the 
company in 1940 for B.E.F. traffic alone, especially when 
it is added that they are exclusive of the extra trains 
involved in the evacuation from France. Not only was it 
rail transport with which the Southern served the B.E.F., 
but as many as 20 of the vessels belonging to the company 
were used to transport the B.E.F. back from France when 
the resistance of that country collapsed. The 734 special 
trains which acted as a complement to those 20 vessels and 
were provided within the space of a few weeks of concen- 
trated effort, represent probably the peak railway achieve- 
ment to date in the war. Mr. Holland-Martin did not fail 
to pay tribute to the ready co-operation of the other com- 
panies in assisting the Southern, when necessary, by the loan 
of rolling stock and in other ways. After the flood-tide of 
military traffic had died down, came bombing, but instead 
of proving a knockout blow after such heavy trials, it 
roused on the contrary a spirit of indomitable will which has 
been translated into reality by the almost miraculously rapid 
restoration of lines and traffic after the German bombers have 
done their worst. 

* * % 


London Transport Staff and the War 

Many interesting points relating to the contribution of the 
London Transport staff to the war effort are to be found in 
various parts of the seventh report and accounts of the 
London Passenger Transport Board, covering the 18-month 
period ended December 31, 1940. On that date the total staff 
in the service of the board numbered 78,092, and there were 
12,167 of the board’s officers and staff serving with the 
Forces or as full-time members of the various Civil Defence 
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Services, apart from those in the Home Guard. In May, 
1940, London Transport formed special battalions .of the 
Local Defence Volunteers (now the Home Guard) recruited 
from’ the board’s employees for the purpose of manning and 
protecting vulnerable parts of the undertaking. The number 
of employees in the units at the end of last year was 15,260. 
London Transport has now revealed that by the end of last 
year 72 members of its staff serving with the Forces were 
reported as having been killed or died on active service, and 
116 members of the staff have been killed, and 322 injured, 
as the result of enemy action while engaged in the perform- 
ance of their duties. By agreement with the Minister of 
lransport and the Treasury, most of the staff on War service 
who were regularly employed by the board at the outbreak of 
war have been granted an allowance to bring their Service 
pay and allowances to the level of their civil pay at the 
normal standard rate plus war wage. To replace staff 
released for the Forces, it was found necessary in the later 
months of 1940 to employ women in various grades, mainly 
is conductors and railway porters. At the end of 1940 there 
were approximately 2,500 women so employed, and this 
number is being increased as more men are released. 


* ra * % 
London Transport Officers in Government Service 


London Transport report 
various Government 


Reference is also made in the 
to the fact that, at the request of 
departments, the London Passenger Transport Board has 
temporarily released from their duties five senior officers 
whose special qualifications enabled them to undertake im 
portant work in connection with the war effort. These are 
Mr. M. J. H. Bruce, Works Engineer, who has become 
Director of Ordnance Services (Engineering); Mr. A. A. M. 
Durrant, Chief Engineer (Buses & Coaches), who has become 
Director of Tank Design ; Mr. W. S. Graff-Baker, Chief 
Mechanical Engineer (Railways), who has become Director of 


Tank Production; Mr. S. A. Heaps, Architect, who has 
become Director of Construction (Aircraft Factories); and 
Mr. Ivor Fraser, Principal Officer (Special Duties), who 


became Controller of Public Relations, Ministry of Informa 
tion We now learn, however, that Mr. Fraser has just 
returned to London Transport on the expiry of the six-month 
period for which he agreed to serve the Ministry. In addi- 
tion, certain technical officers and ‘ have been 
released for special duties in the Government service and the 
London Passenger Transport Board has expressed its gratifi 
cation that these officers and members of the staff have been 
chos 


assistants 


1 for such important duties. 
4: K * cd 


Overseas Railway Traffics 

The better tendency discernibk the traffic receipts of 
some of the Argentine railways a fortnight ago has been 
continued. On the Buenos Ayres & Pacific Railway in the 
35th and 36th weeks of the current financial year 242,000 
pesos has been added to its receipts; in the same period the 
Suenos Ayres Western has registered an advance of 77,000 
pesos, and on the Central Argentine the increase has been 
no less than 732,800 pesos. On the Buenos Ayres Great 
Southern, on the other hand, gross receipts have continued 
to fall away and the decline on this system over the past 


two weeks has been as much as 1,258,000 pesos. The Argen- 





tine North Eastern Railway gross revenue has also con 
tinued to fall off, this time to the extent of 17,200 pesos. 
No.of Weekly Inc.or Aggregate Increaseor 
Weeks Traffics Decrease Traffic Decrease 
Buenos Ayres & Pacific* 36th 1,945 147 48,178 513 
Buenos Ayres Great uthern* 36th 2,605 653 76,581 8,391 
Buenos Ayres Western* 36th 886 14 26,191 1,947 
Central Argentine* 36th 2,003 + 366 54,261 9,961 
£ £ £ £ 
Canadian Pacific ™ 9th 694,400 161,200 €,452,800 1,087,600 
Bombay, Baroda & Central India 50th 337,575 45,000 9,721,200 1,106,709 


* Traffic returns in thousands of pesos. 


On the Entre Rios there has been a decline over the past 
fortnight of 21,800 pesos. The Central Uruguay Railway 
shows a decline in currency for the 36 weeks of the year 
but has an increase in sterling of £29,565. q 
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Increased Charges at Mersey Docks 


As from April 2 rates and dues at Merseyside docks are to 
be increased in accordance with a recommendation approved 
by the Mersey Docks & Harbour Board. The advances are 
subject to Ministry of Transport sanction and would have 
the effect of raising dock tonnage and wharf rates and in 
the dock rates and town dues on goods by 334 per cent., and 
of 15 per cent. in the harbour rates on vessels. As the har- 
bour rates are at present subject to a deduction of 20 per 
cent., an increase of 15 per cent. on the harbour rates as 
shown in the rate book as equivalent to an advance of 433 
per cent. on the present charges. The Chairman of th 
Finance Committee, in reviewing the position and putting 
forward the recommendation for increased rates, pointed out 
that they were made necessary by reason of constantly 
increasing expenditure in wages and materials and items of 
civil defence. If the existing rates were not advanced, a 
substantial deficit would have to be faced. Liverpool has 
enjoyed a reputation among those engaged in overseas trade 
of being a comparatively cheap port and in advancing its 
charges from the beginning of next month it has avoided 
raising them for considerably longer than a number of other 
dock and harbour authorities. Although the increases now 
recommended will have to receive the approval of th: 
Ministry of Transport it is considered unlikely that this will 
be withheld since similar advances have been authorised for 
a number of other dock undertakings. 


* * tk * 


Disarming the Critic 

Enthusiasts in this country used to hold it as one of the 
merits of the Soviet constitution in Russia that criticism of 
the authorities was not allowed. As the matter was once 
explained to us in an effort to overcome some soft-hearted 
scruples we had expressed, if a scientist was conducting a 
delicate experiment with a deadly explosive in a Jaboratory 
onlookers would not be encouraged to jog his elbow while 
he was holding the test-tube. We accepted this argument 
as an essential foundation of progressive political philosophy 
until we recently discovered that the sensible provision of the 
Soviets against idle and subversive critics had been fore 
stalled by many years by a British urban transport com- 
pany. his concern, which exerted itself to convey the 
people of a Northern city about their business, expressly 
stated in its employees’ Rule Book that it was forbidden to 
speak disparagingly of the management. In fact, dislike of 
being criticised is ancient and general, although it takes 
courage to admit to it quite as bluntly as did these harassed 
public hauliers. To do so suggests that disparagement was 
no novelty to them, in which case we think they would have 
done well to avoid that austere and provocative word ‘‘ for 
bidden,’’ framing instead an appeal on the lines of the tradi- 
tional notice of the Wild West saloon—‘‘ Don’t shoot the 
pianist; he’s doing his best.’’ 


* * * * 


American Railroads in 1940 
Summarising the financial and statistical results of railway 
working during 1940, the Bureau of Railway Economics of 
the Association of American Railroads states that the ton- 
mileage throughout the U.S.A. was 11 per cent. higher than 
in 1939, and the passenger-mileage 4-6 per cent. higher. 
Although passenger operating revenue declined by 0:5 per 
cent., this was far than offset by an 8-3 per cent. 
freight revenue, so that the total operating 
showed a gain of 7 per cent. over 1939. Operating 
from $3,406,000,000 to $3,625,000,000, 
figures including taxes and operating rentals, and taxes 
alone were nearly $50,000,000 higher than the year before, 
or 13-9 per cent., and the total paid on this account was 
the highest in railroad history. The 1940 net operating 
income totalled approximately $650,000,000, a figure 10-4 
per cent. greater than the 1939 total. Of the $280,000,000 
increase in revenue, only $61,000,000 remained after payment 
of enhanced taxes and operating costs. After meeting fixed 
charges, the net income of American railroads totalled 
$155,000,000 as compared with only $93,000,000 in 1939, but 


more 
increase in 
revenue 
costs, however, rose 
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this 1940 figure is still far behind the $524,000,000 net income 
recorded in 1930. 
* * * * 


Cab Signals without Fixed Signals on the P.RR. 

It is announced that the Pennsylvania Railroad has 
equipped a 50-mile section of line, from Kiskiminetas, Penn- 
sylvania, to Conpitt Junction, with coded track circuiting 
ind cab signalling, with no lineside fixed signals, except 
where there are signal boxes. There is no automatic brak« 
ontrol, the driver being governed on the automatic signal- 
ling sections entirely by cab signals. Elsewhere on the 
Pennsylvania the cab signalling has been supplemented by 
fixed signals. They have been eliminated on certain other 
lines in America, but in most of such instances A.T.C. is 
.dopted. A disadvantage of working by cab signals only is 
that if the locomotive equipment becomes faulty it may be 
1ecessary to run for a considerable distance with no signal 
indications at all, and there is then a great temptation, 
especially when the previous train is believed to be well 
thead, to drive with insufficient care. The previous train 
may have been warned by the dispatcher to protect itself 
because of the faulty equipment on the other one, but may 
fail to do so effectively. Instances of accidents—though not 
on the P.RR.—arising from these causes were given in our 
issue of May 24, 1940, page 753. 


* * * * 


Influence of Weather on Locomotive Tests 
Generally speaking, weather conditions play an important 
part when locomotives are being tested on a railway. The 
force and direction of the wind, for example, have their effect 
on the performance of the engine and, as was pointed out by 
Mr. C. A. Cardew, in replying to the discussion of his paper 
to the New South Wales branch of the Institute of Loco- 
motive Engineers on comparative efficiency tests with loco 
motives on the road, rain by itself affects the state of the rail 
and the condition of the coal. He gave it as his opinion that 
-ain slightly reduces rolling resistance by wetting the rail, 
more particularly on curves. Such conditions would have 
but little effect on comparative tests, rolling resistance being 
such a minor consideration in relation to grade resistance. 
With regard to coal, the author remarked that if the coal was 
drv at the beginning of a test and was wetted by rain en route, 
and if there was a considerable residue to weigh off the tender 
at the end of the test, it would be necessary to make allowance 
for the weight of water therein contained. However, the 
residue of coal left for weighing off should usually be 
so small that the amount of water it contained would be 


negligible. 
* * * * 

The Lost Excursion 

A facility lost is a facility fervently appreciated. We find 
ourselves at this moment slightly over a hundred miles from 
home, and it is a Sunday. Those two conditions in wartime 
make the thought of bridging the gap and returning the same 
night about as feasible as a novelist’s dream of interplanetary 
Before the war, although we cannot re- 
times and fares, we do not doubt that we 
could have made the trip by Sunday half-day excursion at 
least as quickly and certainly much more cheaply than during 
the week. We might have found that the excursion provided 
us with a through service which we did not enjoy on other 
davs, and undoubtedly there would have been at least a 
buffet car to save us from anxiety over missed meal times, 
and most likelv a seat reservation ticket to ensure our comfort. 
In such circumstances journeys much longer than that we 
have in mind were taken lightheartedly. Sometimes we 
wondered why such trains were booked to halt their com- 
paratively headlong flight at places with apparently small 
attractions for the excursionist. We overlooked the fact 
that evervwhere is home to somebody. A hundred miles 
from the place where we are now, hearts may be panting as 
eagerly to go there as ours is to get away from it. We try to 
remember this and think ourselves happy to be where we are 
as we wander disconsolately past our strictly Sabbatarian 
local station, but we do not deceive ourselves. 


communication. 
member the exact 
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New South Wales Government Railways 


HE outstanding feature in the period covered by the 
report for the financial year ended June 30, 1940, is the 
strike of the miners in the New South Wales coalfields in 
March, April, and May. The stoppage lasted for over two 
months and interfered with the production not only of coal 
but of other goods, besides causing restriction of passenger 
and other traffic. The loss in railway revenue arising out of 
the strike is estimated at no less than £800,000. Notwith- 
standing this serious set-back, gross earnings showed an 
increase of £808,410, or 4:22 per cent. Indeed, the total 
constituted a new record for New South Wales; the previous 
best was that of 1928-29, namely, £19,516,616. A factor 
which contributed largely to the improvement in receipts 
was the increase of 10 per cent. in fares and freight rates, 
which operated from March 1, 1939. Working expenses were 
only £103,954, or 0-71 per cent. higher, and net earnings 
therefore showed the appreciable increase of £704,456, or 
15-30 per cent. The net earnings, of £5,307,917, were equiva- 
lent to £3 11s. 7d. on the capital invested, against £3 2s. 6d. 
in the previous period. The Government again contributed 
£800,000 towards the losses on working developmental lines, 
although the loss actually incurred was in excess of this 
sum, amounting to as much as £2,084,581. After providing 
for interest on loan capital and other Statutory charges, there 
was a shortage of £443,833, compared with the deficit of 
£1,171,522 in the previous year, and the surplus of £51,469 
in 1937-38. The principal results of working compare with 
those of the preceding year as follow :— 


1938-39 1939-40 
Miles open an ie 6,114 6,141 
Train miles : 30,105,817 29,470,821 
Passengers We - eae 186,719,964 179,066,305 
Goods, minerals and livestock, tons.. 15,417,297 14,619,716 
Operating ratio, per cent ans 75-96 73-40 
£ £ 
Passenger receipts . ; sie 6,024,096 6,347,204 
Goods, minerals and livestock receipts 10,356,048 10,851,393 
Total earnings .. : pts nae 19,146,441 19,954,851 
Working expenses 14,542,980 14,646,934 
Net earnings 4,603,461 5,307,917 


Passenger journeys again showed a decrease, and the total 

is 7,653,659 less than in 1938-39, a fall of 4-1 per cent., but 
the other hand passenger receipts were up by £323,108, 

or 5:3 per cent. The decrease in number was in first and 
second class; there was an appreciable increase in work- 
men’s journeys. Similarly a decrease of £105,125 in first 
class earnings was compe nsated by an increase of £428,233 
in second class and workmen’s weekly tickets. First class 
accommodation was abolished on the Sydney suburban ser- 
vices from January 1, 1940, and this introduction of one- 
class travel on suburban lines has been universally approved. 
Since October, 1939, an improved passenger service has been 
given between Sydney and Canberra (2023 miles) by means 
of fast air-conditioned diesel trains, reducing the journey 
time by 46 min. Five new tourist trains, each consisting of 
seven steel-framed centre-aisle cars, were put into service, 
and electric heating was installed on the popular Blue Moun- 
tain train The Fish. In consequence of the depletion of coal 
stocks during the miners’ strike, passenger services were 
restricted for the period of the stoppage, with consequent 
inconvenience to the travelling public and loss of revenue to 
the railways. 

Goods traffic, including minerals and livestock, showed the 
effect of the coal strike, and the total tonnage was down by 
797,581 tons, or 5-18 per cent. Of this, coal, coke and shale 
tonnage fell from 7,633,188 to 6,887,534, by 745,654 tons, or 
9-75 per cent. Similarly, while receipts from goods, minerals, 
and livestock, showed an increase of £494,545, or 4-78 per 
cent., earnings from coal, coke and_ shale, declined by 
£131,921, or 8-3 per cent. Wool traffic, on the other hand, 
showed an increase of £170,489, or 25-4 per cent. The 
increase of £103,954 in working expenses would have been 
much higher had steps not been taken to supervise all costs 
closely, to effect economies during the coal stoppage, and to 
defer some maintenance works. An amount of £339,750 was 
debited for retirement of rolling stock and other assets. 
Increases in pay due to alterations in the Federal basic wage, 
the State living wage, and various Award provisions, 
amounted to £230,569. The welding of rails was continued 
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and at the end of the year 280 miles of thermit welded track 
and 46 miles of flash-butt welded track had been laid. Work 
preliminary to the construction of the bridge over the 
Hawkesbury river continued. Two new lines, Sutherland to 
Cronulla (6 miles) and Bungendore to Captain’s Flat (21 
miles), were opened to traffic. The Department, working in 
close co-operation with the Defence Authorities, has made 
available facilities and personnel to further the successful 
prosecution of the war effort. 


Speed Restrictions 


UR brief comment on the report on ‘‘ slow orders,’’ or 
speed restrictions, discussed at the recent convention 
of the Roadmasters & Maintenance of Way Association 
in the United States, having provoked much interest, we 
return to the subject to refer to some graphs which were 
submitted showing the calculated loss of time incurred by a 
high-speed streamline train weighing 788 short tons, hauled 
by a 212-ton diesel locomotive (1,000 short tons in all, or 
893 tons of 2,240 lb.), in slowing down from its normal run- 
ning speed for a length of 1,000 yd. covered at restricted 
speed, and then regaining speed, first of all up a 1 in 200 
grade, then on the level, and then down 1 in 200. The 
figures derived from these curves were as follow :— 
Time lost in decelerating from the ruling speed shown to the restricted speeds 


shown, operative over 1,000 yd. of track, and recovering to the ruling speed, down 
1 in 200, on the level, and up | in 200. 


Restricted | in 200 up Level track | in 200 down 
speed Ruling speed 60 m.p.h./Ruling speed 85 m.p.h./Ruling speed 90 m.p.h. 
m.p.! min. sec | min. sec | min, sec. 

20 3 32 6 49 3 38 
30 | 2 Oo 5 Ol 2 
40 1 o9 3 42 ! 54 
50 0 24 a & 1! 20 
60 ! 33 0 49 
70 Oo 5! 0 26 
80 0 23 0 O9 


With start-to-stop schedules now ranging from 70 to over 
80 m.p.h. average, the effect on timekeeping of slacks costing 
from 3 to over 6 min. is obviously serious, and a number of 
such slacks in succession, even should it be found possible to 
recover the time so lost, is costly in terms of the energy 
expended in recovering speed. 

Emphasis was placed on the necessity for making the 
restricted speed as high as possible consistent with safety, 
ind then of compelling its strict observance by enginemen. 
In the discussion on the report, the case was mentioned of a 
restriction to 15 m.p.h. which had been imposed over a long 
stretch of a certain main line, whereas the track conditions 
were good enough for 40 m.p.h.; and it was argued that 
unnecessarily severe restrictions weaken the confidence of 
enginemen, and may lead to total disregard of the warning. 
In years gone by, when no method of speed indication was 
provided on locomotives, it was probably necessary to frame 
speed restrictions on the low side, in order to allow for a 
driver’s possible underestimation of the rate at which he was 
travelling, but in America this deficiency has now been 
remedied. Where self-recording speed indicators are in use, 
of course, the tape gives an exact record of the attention 
that has been paid to speed restrictions. One type of speed 
restriction that came up for discussion after the report was 
that over the temporary tracks which are laid down when 
such construction projects are being carried out as the 
separation by bridging of railways and highways at level 
crossings. Previously, as in this country, the deviation, or 
‘““ shoofly,’’ as it is called in the U.S.A., was generally so 
improvised as to call for a 15 m.p.h. restriction; now, how- 
ever, temporary tracks are being laid suitable for 40 m.p.h., 
and a representative of the Chicago & Alton RR. referred to 
a deviation then under construction which would permit 
60 m.p.h. over the temporary track. In view of the exten- 


sive scale on which grade separation projects are being 
carried out in the U.S.A., this matter of higher speeds over 
shooflies ’ 


se 


is one of increasing importance in preventing 
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loss of time, not only by high speed passenger trains, but 
also by fast freight trains, which now frequently travel at 
ruling speeds of 60 m.p.h. 

American arrangements governing maintenance work on 
running tracks differ somewhat from those in Great Britain. 
‘“Slow order’’ protection requires reduced speed only ; 
‘stop signal’’ protection, as its name implies, requires a 
stoppage of all trains as they approach the work in hand. 
Maintenance gangs have a certain amount of freedom in 
fixing their speed restriction signs; a general slow order to 
enginemen may be notified over a considerable length of 
track, where they are instructed to keep a sharp look-out for 
the speed restriction signs as the gang moves forward. 
Efforts are made on some important routes so to time the 
work, perhaps by an exceptionally early start and finish of 
the working day, that the high-speed trains can pass without 
interception. On lengths of multiple track, the preference 
is for closing one track completely, while the work is in 
progress, and concentrating the traffic on a single road 
instead of on two, but this entails additional precautions 
for the safety of the men at work, as the noise of the 
numerous machines now used in rail laying and in surfacing 
operations makes the sound of the doubly dense approach- 
ing traffic on the adjacent road almost inaudible. No 
reference was made to the desirability of so programming 
the maintenance work as to keep temporary speed restric- 
tions as far apart as possible, and so to give trains a better 
chance of recovering lost time. This is doubtless more 
difficult in America than in Great Britain, for in the former 
country, with its long distances through sparsely populated 
territory, the gangs are moved about in ‘‘ bunk ”’ trains, 
with their equipment, and may doa variety of maintenance 
jobs along that stretch of line while they are available. The 
practice of American railways varies considerably as to 
permanent speed restrictions, especially those on curves. 
Some confine their instructions to notices in working time- 
tables; others erect lineside reduce-speed indications; and 
certain railways, over which high-speed diesel services 
operate, exhibit a double speed restriction, the more drastic 
figure for steam-hauled trains, and a higher limit for the 
diesel trains, with their lower centre of gravity. The report, 
which favoured the exhibition of lineside signs at the point 
from which the speed restriction operates, stressed the need 
for uniformity in the slow order practice of all American 
railways. 


Post-War Transport 


seems inconceivable that, when the war is over, there 
should be a return to anything like the conditions of the 
preceding unsatisfactory and insecure twenty years of 
so-called peace. These two decades were most notable for 
the co-existence of unsatisfied demand with increasing com- 
petition for markets. Supply of almost every sort of goods 
and service was in excess of actual, though not potential, 
demand. The very existence of any unsatisfied want when 
the material means to supply it is available is an unsatis- 
factory and ultimately intolerable state of affairs, and can 
be due only to some radical fault in an economic system 
which reason suggests should have for its aim the satisfaction 
of the material requirements of the individual. There seem 
to be two possibilities for the post-war period. One, that the 
destruction shall have been on such a scale as to replace the 
former possibility of plenty by actual scarcity, so that 
demand exceeds the immediate power of supply. Such a con- 
dition would have a resemblance to the present state of 
affairs, in which the insatiable appetite of warfare cannot be 
fully satisfied, with two main differences, (1) that the 
requirements of individuals in peacetime are limited in com- 
parison with the mass demands of war, and (2) that there 
would no longer be deliberate destruction; so that a pro- 
gramme could be mapped out for an eventual balance 
between supply and demand, a balance which cannot be 
foreseen when military hostilities are involved. The alter- 
native is that productive capacity at the cessation of hostili- 
ties will still be large, and its transformation from war to 
peace purposes could be quickly achieved. There would 
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then very soon be the means of supplying all the require- 
ments of normal individuals. If, in these circumstances, 
instead of so modifying the economic system that it 
were possible for every individual to present his demand for 
the goods and services he required, the old pre-war system 
were reinstated, there would be an appalling condition of 
unemployment and poverty in the midst of a tremendous 
glut. The toleration of any such condition could scarcely be 
contemplated, especially in view of the proven ability of the 
people to withstand in complete sanity the stresses of the 
present time. The behaviour of those men of the R.A.F., of 
whom the Prime Minister has said: ‘‘ Never in the history 
of human conflict have so many owed so much to so few,’’ 
is an epitome of the behaviour of the whole population under 
duress, and the reward should surely be to enjoy the abun- 
dance which a generous nature, aided by human ingenuity 
and industry, can provide. If that be accepted, the problem 
of transportation becomes immediately simplified, for the 
reason that whereas till now there has never been one single 
and clearly-defined aim, there would be then. Hitherto the 
object of providing really efficient transportation for the 
people and their goods has been mixed up with the necessity 
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to balance the railway budget and to provide work for 
people. In other words, there have been three inextricably 
mixed aims, and maximum efficiency can never be hoped for 
in any organisation which has not a single paramount aim, 
to which any others are specifically subsidiary. 

The article we publish from a correspondent in this issue 
ona possible organisation for transport in the future should 
be read in the light of the foregoing observations in order 
that a proper estimate of its suggestions may be made. 
Given the single aim, the organisation sketched seems in 
principle to have much to commend it. There is centralised 
control but widely decentralised administration, though it 
is our view that given the single aim, satisfactory co-ordi- 
nation of the various forms of public transport could be 
achieved without such a degree of central control as nationali- 
sation implies. Nevertheless some modification of existing 
grouping will probably be desirable, and, as a better-tried 
alternative to our correspondent’s regions—which neglect 
certain important economic conditions—the regions into 
which the country has been divided for administrative 
purposes in the event of emergency, have much in their 
favour. 








LETTERS TO 


THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


** Stopping Trains” 


The Cotswolds 
March 15 
To THE Epiror oF THE RAILWAY GAZETTE 
DEAR Mr. Eptiror,—lIt is seldom indeed that THE RAILWAY 
GAZETTE gives its very large number of regular readers the 
slightest opportunity of making anything at all in the direc- 
tion of adverse criticism of anything you say, but this week’s 
issue of your very excellent journal does seem to give us a 
rather good opening. The issue contains a leading article 
on “‘ Engines for Stopping Trains.’’ It seems to me that 
what the railways want is engines for making trains ‘“‘ Go”’ 
and not engines for “‘ stopping’’ ’em. It seems to have been 
overlooked that very large provision has already been made 
by the companies for their signalmen to take a very large 
hand, when necessary, in the way of “‘ Stopping ’’ Trains. 
With my compliments and very sincere apologies, 
[ am, Sir, your obedient servant, 
* GONI 


New Railway Network Principles 
London, S.E.3 
March 10 
To THE Epiror oF THE RaiLtway GAZETTE 

Str,—I was pleased to see Mr. Pownall’s letter in your 
issue of March 7, and I shall await with interest the promised 
chapter on freight working, as well as some further detail 
on the use of existing lines for the network services. I had 
in mind his remarks (page 8) on the Birmingham to Notting- 
ham trains, which, travelling via Lichfield, were to use the 
‘‘ former Midland main line through Burton-on-Trent,’’ pre- 
sumably from Wichnor to some point near Repton, where 
the Stoke and Nottingham hour-section route would be met. 
But this is a very well-occupied section already—indeed, the 
passenger traffic over it might well support a regular hourly 
express service between Birmingham, Derby, and Sheffield— 
and the ‘‘ new connections and rectifications’’ required 
would really amount to a new line. 

As regards ‘‘ Ashbourne and Scunthorpe,’’ Mr. Pownall 
explained on page 3 of his pamphlet the method of selecting 
these chance journeys, but my point is that some such 
‘chance ’’ examples will always exist, unless and until 
every corner of the country is covered by the network, and 
do not affect the genuine need for cross-country improvement 
of travel between towns of some importance. I am afraid, 
indeed, that, by stressing these extraordinary examples, the 
attention of commentators may be diverted from the real 
merits of the scheme, and I have written these letters not 
in any spirit of criticism but in the hope that Mr. Pownall 


will elucidate certain points which I think will be imme- 
diately fastened upon by the advocates of a conservative 
policy for our train services. 
Yours faithfully, 
R. E. CHARLEWOOD 


Reality and Abstraction 


28, Collingham Gardens, S.W.5 
March 10 
To THE Epiror oF THE RAILWAY GAZETTE 

Sir,—The suggestion in your footnote to Mr. Alun Williams’s 
letter (February 21, page 188) that rationing might be effected 
by the extension of the military system to the general public 
is a most interesting one. If some such measure were adopted, 
people would presumably be left with money on their hands 
which they could not spend on rationed goods and which could 
only be spent to a decreasing extent on unrationed goods. 

The orthodox will doubtless suggest that the unexpended 
surplus should be absorbed by taxation, but why is this 
necessary ? Surely a better method would be to issue tax 
bonds, in other words, to make taxation repayable to the 
taxpayers on the termination of the war. Such repayments 
could be extended over a period and would do much to help 
re-establish industry on a peacetime basis, and thus reabsorb 
those taken into the armed forces for the duration of the war. 

It must now be obvious to all that there is no need for a 
Government to tax citizens in order to pay for Government 
requirements. The banks have shown us twice in the present 
century—once in the war of 1914/19 and again in the present 
war—that they can create credit to an unlimited extent. 
As such credit creations are quite obviously based on the real 
credit of the people, which is a communal asset, there is no 
need for them to be repaid. The banks should administer 
credit on behalf of the Government representing the com- 
munity, and should be paid for their administrative work ; 
probably a single payment of }$ per cent. on the total credit 
issues for Government purposes would be quite adequate. 

Yours faithfully, 
M. J. WATT 








Nearly 3,000 Evacuees in Ulster 

At the end of February there were 2,947 evacuees in Northern 
Ireland from cities and towns in Great Britain under arrange- 
ments made between the British and Ulster Governments. 
Of these, 579 travelled over in February, including 199 mothers 
with families, 195 children under school age accompanied by 
adults, 173 children of school age, and 10 adults without 
children. 





The Sir James Milne mystery deepens. 
Sir James is General Manager of the 
G.W.R. and a member of the Railway Ex- 
ecutive Committee. He has been offered 
a directorship by hiscompany, but is not 
allowed to accept because the Ministry 
wishes him to.,remain on the Railway 
Executive Committee. Apparently the 
rule is that directors shall not be 
members of the R.E.C. 

But Lord Ashfield, a director and 
Chairman of the L.P.T.B., is a_per- 
manent member of the R.E.C., while 
Lord Stamp, a director and Chairman 
of the L.M.S.R., often attends the 
committee’s meetings in the absence of 
Sir William V. Wood, the permanent 
1L.M.S.R. member. 

Ai d what about Mr. E. J. Missenden, 
the Southern Railway’s representative 
on R.E.C.? He is a director of the 
East Kent Light Railways—a controlled 
railway. Mr. Missenden apparently is 
allowed to retain both his directorship of 
the railway and his membership of the 
committee.—F rom ‘“‘ The Daily Herald.” 


* * * 


THE OTHER WAY ROUND 


Scene: A busy main-line junction 
situated at the approach to a long hill- 
climb. 

Enter (somewhat later than the 
timetable would lead one to expect) a 
lengthy and crowded express. Pessi- 
mistic driver and faintly dispirited 
fireman go into conference over con- 
dition of the firebox. Pressure-gauge 
registers alarm and despondency. 

Station Foreman, entering on bright 
and breezy note: ‘‘ ’Ullo, chum—you 
taking a pilot?’”’ 

Driver: ‘‘ Well, we hope the ———— 
pilot’s going to take us!’’ 


* * * 


THE ‘‘ JOHN BULL’’ LIVES OFF THI 
COUNTRY-SIDI 


Employees of the Long Island are 
authority for a tale of unorthodox 
foraging for locomotive fuel. It seems 
that in removing the Pennsylvania’s 
replica of the John Bull locomotive 
(1831) from the late New York World’s 
Fair, where it appeared in “ Railroads 
on Parade,’’ it was decided to run it 
under its own power over the busy 
tracks of the Long Island to the Morris 
Park shops, where it was to be prepared 
for shipment to Chicago to appear in a 
forthcoming celebration in connection 
with the installation of the big ‘“‘ S-1”’ 
locomotive in regular service. The 
antique unit took some 4} hours for the 
run of approximately eight miles and 
reached its destination at 4.30 p.m., 
just before the rush of outbound com- 
muters’ trains began. First trouble 
was encountered at Forest Hills—right 
on the busy multiple-track main—when 
the fire “‘ died.’ Wood commandeered 
from a nearby grocery store put life 
into her again. Then several miles 
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THE SCRAP HEAP 


farther the fire languished again and the 
employees in charge, anxious about the 
impending ‘rush hour,’’ ransacked a 
dairy plant along the line for old boxes, 
which saved the day.—From the ‘* Rail- 
way Mechanical Engineer.”’ 

* * * 

A representative of a daily paper who 
was present at the recent inspection of 
the new Southern express locomotive 
raised the objection that when the 
engine was running backwards the flag 
incorporated in the nameplate would be 
flying against the wind. As was said 
in reply, this is one of the things you 
can’t have both ways, and an engine of 
this class will not anyhow be running 
tender first very often. 

* * * 
RACING AGAIN 

It is announced that flat racing is to 
take place on three days a week from 
the beginning of March to the end of 
June, much to the joy of the book- 
makers. The Government’s permission 
is simply amazing. Race meetings 
mean strain on the railways and the 
roads, and lack of transport facilities 
are hampering food distribution and 
causing local hardships. Race meetings 
mean extra work for the police, who 
already have enough to do, and who are, 
in addition, busy with plans in case of 
invasion. Minister after Minister warns 
the nation that an attempt at invasion 
is possible; at the same time, with 
frivolous complacency, the Government 
has given way to pressure from the 
Jockey Club and the interests for which 
it speaks. It is sincerely to be hoped 
that Mr. Morrison will have courage 
enough to withdraw the official permis- 
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sion. Farmers, by the way, have been 
told that they must cut down the 
number of their livestock because of the 
scarcity of feeding stuffs. But race- 
horses, of little use to anyone but the 
bookmakers, will presumably continue 
to be well fed.—From ‘‘ The Church 


Times.”’ 
* * x 
AMERICAN RAILWAY LAW 


Rhode Island laws require that no 
passenger coach shall be _ coupled 
between a locomotive and a car load of 
dirt. 

Any railroad in Connecticut which 
transports eggs of the brown-tail moth 
is liable to a fine of $500. 

In Arkansas it is a crime for any 
railroad to allow Russian thistles or 
Johnson grass to go to seed along the 
right of way. 

All parlour cars operating in Texas 
must have at least one cuspidor for 
each three seats, and all smokers one 
cuspidor per two seats. 

Anyone in Illinois seeing a passenger 
carrying opium in a train and failing 
to report it is liable to a fine of $5,000. 

In Arizona, any engine-driver who 
allows the boiler of his locomotive to 
burst is a felon. 

The State of Kansas had the follow- 
ing law: ‘‘ when two trains approach 
each other at a crossing, they shall both 
come to a full stop, and neither shall 
start up until the other has gone.”’ 

* * * 
IDEAS DEPARTMEN1 

To protect trains against cnemy 
attack from the air, narrow, parallel 
grey lines should be painted along the 
top of each carriage, so as to resemble 
in general effect the metals.—Gunn 
Gwennet, Richmond, Surrey, in a Letter to 
the Editor of *‘ The Daily Mail.” 


Model of survey work planned and carried out last year by pupils of a London 
school evacuated to a camp in Southern England 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


SOUTH AFRICA 


Proposed Railway Hotels 

A committee has been appointed to 
onsider the practicability of hotels 
being run by the railway administration 
at Pretoria and Cape Town. The 
-“ommittee consists of Mr. C. M. Hoffe, 
\ssistant General Manager* (Com- 
nercial), Chairman; with Mr. F. C. 
Wilter, Acting Catering Manager; Mr. 
D. A. Shaw, Superintendent (Financial) ; 
and Mr. P. G. B. Reyneke, Manager, 
Publicity and Travel Department. One 
of the questions to be dealt with is 
whether the proposed Cape Town hotel 
should be built on the reclaimed fore- 
shore and form part of the regional 
planning scheme now being considered. 


Air Services 

he British Overseas Airways Cor- 
poration flying boat Canopus, having 
flown from Durban, alighted at Vaaldam 
m December 30, where she will remain 
for an indefinite period and will be used 
by the pupil pilots as their training 
raft. This is in pursuance of the 
proposal to make Vaalbank a port of 
call for the diverted Imperial air service 
from Delagoa Bay to Durban [for the 
reasons explained in our issue of Jan- 
uary 24—Ep. R.G.}. The new service 
between Lourengo Marques and Durban 
has since been inaugurated by the 
Castor, which landed at Vaaldam on 
January 8, bringing two passengers and 
1 quantity of overseas mail. The service 
will be bi-weekly with arrivals on 
Sundays and Wednesdays and depar- 
tures on the following days for Durban. 
Vaalbank Dam, which has been pro- 
laimed a “ port of entry,”’ is in the 
Orange Free State only 45 miles from 
Johannesburg, 


New Revenue Record 

\ new revenue record has_ been 
created, the earnings for the week ended 
December 21, 1940, totalling £808,604. 
Chis is the first occasion on which the 
weekly earnings have exceeded £800,000. 
The previous record of £771,303 was 
in the week ended November 30 last. 


INDIA 


Capital Works Programme for 
1941-42 

The Standing Finance Committee for 
Railways met at New Delhi on December 
21, 22, and 24. The most important 
item on the agenda was the considera- 
tion of the programme of capital 
expenditure for the year ending March 
31, 1942. Details of the programme 
involving an expenditure of Rs. 15} 
crores (Rs. 15,50,00,000 = £11,625,000) 
were considered by the committee, and 
its main features were approved, with 
the exception of a few items which 
(a) the committee recommended should 
be postponed under present conditions, 
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or (b) in regard to which they desired 
further information. 

At its meeting of July, 1940, the 
committee gave its approval to the 
rolling stock programme representing a 
capital expenditure of Rs. 3.93 crores 
(Rs. 3,93,00,000), but subsequent 
changes have been made resulting in an 
increase of Rs. 47,50,000. This has been 
due mainly to the throw-forward to 
1941-42 of expenditure previously 
expected to be incurred in the current 
year. The committee gave its assent 
to the changes in the programme. The 
expenditure on open line works consist- 
ing of track renewals, bridge and 
structural works and the like, is 
expected to amount to Ks. 9.33 crores 
(Rs. 9,33,00,000). Among the most 
important of the works approved are 
(1) the improvement of the signalling 
and interlocking arrangements at certain 
stations on the Bengal-Nagpur Rail- 
way ; (2) re-organisation of the wagon 
shops of the Bombay, Baroda & Central 
India Railway at Ajmer; (3) the pro- 
vision of a second down line between 
Ondal and Khana on the East Indian 
Railway, the first stage of which project 
had been previously sanctioned; and 
(4) the provision of a new station 
between Mahim and Wadala on the 
Bombay Harbour branch of the Great 
Indian Peninsula Railway. Provision 
is also made for river protection works 
on the Eastern Bengal Railway and for 
the retirement of the main line between 
Abdulpur and Ishurdi in the event of 
erosion by the Ganges. 

No expenditure is anticipated during 
the coming year on new railway con- 
structions, but a sum of Rs. 4.75 crores 
(Rs. 4,75,00,000 = £3,462,500) is pro- 
vided in the programme for the purchase 
of the Assam-Bengal and Bombay, 
Baroda & Central India Railways, in 
accordance with the recent decision of 
the Government of India. 


Permanent Railway Research 
Organisation 

The Standing Finance Committee 
also agreed to the establishment of a 
permanent organisation for research 
under the Chief Controller of Standardis- 
ation Railway Board, The additional 
personnel sanctioned consists of three 
officers for general research, and one 
dynamometer car officer. It is under- 
stood that a programme of research, 
consisting of 36 items, has been pre- 
pared, and includes subjects such as the 
strengthening. of coaching bodies, 
effectiveness of passenger communica- 
tion, and development of leak-proof 
wagon roofs and doors. 


Special Rail-cum-Steamer 
Festival Tickets 
An important Hindu festival will take 
place on January 13 on Saugor Island 
at the mouth of the Ganges, and large 
numbers of pilgrims are expected to 
visit it. The East Indian, Eastern 
Bengal, and Bengal-Nagpur Railways 
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have arranged with a group of steamer 
companies to issue combined rail-cum- 
steamer return tickets in connection with 
the festival. On January 11 and 12, 
the Eastern Bengal Railway will run a 
number of special trains from Sealdah 
to Diamond Harbour jetties, where the 
pilgrims will board steamers for Saugor ; 
corresponding arrangements have also 
been made to disperse the returning 
pilgrims by special trains. 


Coal Freight Surcharge Protest 


The annual session of the Associated 
Chambers of Commerce was opened by 
His Excellency the Viceroy on December 
14. In the course of his address, His 
Excellency reviewed the commercial 
and industrial position in India with 
special reference to the war and the 
work of the Eastern Group Conference. 
The Viceroy’s speech also made a 
notable contribution to the solution of 
the political zmpasse obtaining in this 
country. 

Among the resolutions passed by the 
Associated Chambers was one of protest 
against the special additional surcharge 
of 5 per cent. on the railway freight 
rates on all despatches of coal during 
the months November to March. 
Between April and October the sur- 
charge is 15 per cent. The increased 
surcharge from November to March is 
intended to induce consumers to lay in 
stocks of coal during the slack season 
when wagons are plentiful. During the 
debate on the resolution, it was argued 
that the special surcharge operated as a 
penalty on consumers who were unable 
to stock their full requirements of coal 
by October 31. There had been a 
shortage of wagons each year for over 
25 years, but, the argument continued, 
the railway authorities had at last 
seriously tackled this difficulty, and now 
admitted their inability to cope with 
the situation by imposing a penalty on 
despatches made during the period of 
wagon shortage. Moreover, if the 
desired object of stimulating coal traffic 
during the slack season was achieved, it 
would upset the normal programme of 
coal raising in the collieries. Labour 
was plentiful between November and 
March; coal raisings were, therefore, large 
during this period. Labour at the coal- 
fields was scarce during the crop-sowing 
season and the collieries had a reduced 
raising programme for this time of the 
year. The resolution was _ passed 
unanimously. 


UNITED STATES 


Louisiana Strawberry Traffic 

For nearly three months from now 
onwards trainloads of refrigerator cars 
loaded with tresh strawberries will leave 
Hammond, the central strawberry 
market in Louisiana, on the Illinois 
Central Railroad. Some 23,000 acres 
are expected to yield a record crop this 
year within a radius of 100 miles; as 
many as 160 car-loads are sometimes 
sold by auction on a single night at 
Hammond. Much of the fruit is taken 
to cold storage for out-of-season sale. 
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IN GREAT BRITAIN 


A railway officer submits a scheme of organisation 


T seems probable that one of the tasks of post-war recon- 

I struction may be the re-organisation on a comprehensive 

basis of this country’s transport system, or at least of 

the two major divisions of land transport, rail and road. 

Already competent authorities have expressed the view that 

the transport problem in this country is only likely to be 
solved by unification under a single control. 

One of the commonest objections to unification is that the 
resultant organisation would be hopelessly cumbrous and 
unwieldy. It is perhaps natural to feel that any single under- 
taking with a staff of over a million is bound to be so big as 
to be unmanageable. But as Prof. Sargant Florence has said, 
the real principles of organisation impose no limits on size. 
With the growth of large scale industry these principles are 
now better understood than they used to be, and in theory 
at least it is possible to construct a sound and workable organ- 
isation capable of controlling and operating the whole of public 
rail and road transport in this country. 

It will be said that in practice the efficiency of any under- 
taking depends largely on the quality, training, and person- 
ality of the men who occupy the key positions. This is true, 
but not the whole truth. However good the personnel, 
much human effort in a large undertaking can be wasted 
unless properly directed and co-ordinated. To make a large 
undertaking efficient, the first essential is an organisation 
based on established principles, which, though themselves 
theoretical, are in fact the distilled essence of practical 
experience, 

The purpose of this article 
and as a basis for discussion, 
with the whole of road and 


is to outline very tentatively, 
a possible organisation to deal 
rail transport in this country, 
and to begin by indicating the principles on which any 
organisation of this kind must be based. For, while there may 
be disagreement about the details of the actual framework, 
such disagreement will be limited and minimised if the under- 
lying principles are understood and accepted by protagonists 
and critics alike. 

But first of all it will be useful to consider what is meant 
by that much-used word organisation. The term organisa- 
tion is often employed to mean the whole of a particular 
undertaking, as when one says that a railway company is a 
large organisation. In this article, however, the word is 
used in a more precise sense, to mean the framework of re- 
sponsibility in which are set out in an ordered hierarchy all 
the principal posts with their scope and duties, though it is 
necessary to remember that in practice organisation means 
more than a static framework. It means also a dynamic 
continuing process, the framework in action as well as at rest. 
With this qualified definition in mind we come to the prin- 
ciples. These are summarised below, and are then repeated 
with explanatory comments on each. 


Principles 
(1) There should be a common generally accepted aim 
inspiring loyalty and service. 
(2) There should be a staff policy encouraging loyalty and 
service. 
(3) There should be 
bottom. 


a clear line of authority from top to 


(4) The functions of each post should be clearly defined. 

(5) Work should be so divided that no one man has more 
than he can cope with or less than he can do. 

(6) Related activities should be co-ordinated. 

(7) Individual and collective performance should be con- 
trolled and checked. 


(8) There should be flexibility to meet changing circum - 
stances. 





(9) The number of men directly and personally controlled 
by any one man should be strictly limited. 


Comments 
Principle No. 1: A Common, Generally Accepted Aim 

This principle is distinct from the rest in that it does not 
specifically emerge in the organisational framework. Organ 
isation is a means and the principle simply states that an 
appropriate end is necessary. But the end conditions ths 
means and is correctly placed at the head of the list of prin 
ciples. 

An aim, to call out the best in men, must appeal to the 
best in them. Many businesses have found that financial 
gain by itself is not an adequate aim. For a public service 
such as a national transport corporation, an adequate aim 
presents itself at once; the provision of an efficient, reliabl 
and universal service at reasonable cost throughout the whol 
of the territory covered. 

Principle No. 2: Staff Policy Encouraging Loyalty and Service 

This principle also differs from those that follow in that it 
applies more to the working of the framework than to the 
framework itself. But unlike the first principle it does call 
for specific provision within and throughout the framework. 

The importance of an adequate staff policy can hardly be 
over-emphasised. Active co-operation from every member! 
of the staff can only be secured if all feel that they are fairly 
treated. Fair treatment includes pay, promotion, conditions 
of service, rewards and penalties, and above all appreciation by 
those controlling of the point of view of those controlled. A 
National Transport Corporation would find co-operation with 
the trade unions on all staff matters essential. 

Principle No. 3: Clear Line of Authority 

This principle is essential for smooth working. It is worth 
noting that while in industry authority is normally considered 
to be delegated from the top downwards, and responsibility 
to exist from the bottom upwards, in political democracy the 
reverse applies ; authority is delegated upwards and responsi 
bility is regarded as existing from the Cabinet downwards. 

While the direct application of political theory to industrial 
organisation is hardly practicable, the contrast between the 
two may be reduced if it is borne in mind by those in charge of 
great organisations. Responsibility for is a better thing psy- 
chologically to emphasise than responsibility to, but the frame- 
work must provide for both. 

Principle No. 4: Clearly Defined Functions 

This principle is complementary to No. 3. Unless each 
department and individual has a clearly-defined province, 
there will be endless and needless friction. The necessity for 
having a clear line of authority and clearly defined functions 
is the principal justification for providing a formal framework 
of organisation. 

Principle No. 5: Proper Division of Work 

So to divide work as to develop individual capacity to the 
full without strain is a constant problem. In a formal frame- 
work it can be solved only approximately. Individual 
capacities differ, and the volume of particular kinds of work 
varies from time to time. In practice variations in the capacity 
of the people who do the work and in the quantity of work to 
be done have to be met by minor variations in the framework, 
now dividing what was formerly combined, now combining 
what was divided. 


Principle No. 6: Co-ordination of Related Activities 

The division of work is useless without the co-ordination 
of individual and collective effort. Co-ordination has to 
take place at every stage, and must be a continuing process, 
constantly carried out. There are few jobs in a large organisa- 
tion which do not impinge on and mesh with other jobs. Co- 
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(1) | : Vice President (Traffic) 
| 





| 
Public Relations Officer Goods & Mineral Manager 





Passenger Manager 


| 
Railway Operating Superintendent 
(also controls motive power) 


| 
Road Operating Superintendent 


| 
Vice President (Technical) 


(2) 
— - | —EEE — 7 _ — -— - a 
| | : | | ; 
Chief Civil Engineer Chief Mechanical Engineer Chief Mechanical Engineer Chief Electrical Engineer Chief Docks Engineer 
(Railways) (Motors) (covers traction, signals and 
telegraphs) 
- “ : | 
i ! 
3) | Vice President (Finance and Supply) 
= snes va = pe NB: = ee ; ee ee 
} | | | 
| Chief Accountant Chief Stores Hotels and Catering Chief Legal Adviser Chief Estate & me Agent 
Superintendent Superintendent 
~~ ; aia | pt, 
4) Vice President (Administration) 


| 





| oe nl 
Chief Staff Superintendent Superintendent of Organisation and 


Research 


| 
Chief Medical Officer Chief of Police 


Table I—Proposed organisation of Central Headquarters 


ordination is often carried out through standing or ad hoc 
committees, and whatever the framework of organisation, 
some committee work is certain to be necessary. But un- 
necessary committees can waste an enormous amount of 
highly-paid time, and a good framework should provide for 
the co-ordination of related activities with the minimum of 
committees. 


Principle No. 7: Checks and Control 

However fine the average quality of the service obtained 
from the staff, a large organisation can never afford to assume 
that everyone is doing his bit. The quality and quantity of 
output must be continually controlled and checked. This is 
much simpler in an organisation producing goods than in one 
producing services, yet the more difficult it is to control and 
to check individual and collective performance the greater 
the need for the check. Without checks and controls there 
can be no assurance of real efficiency. The keener the staff, 
the more they will welcome clear evidence of achievement. 
Usual methods of control are budgeting and statistical records 
of various kinds, and though transport men are well aware 
how hard it is to produce statistics in which results are not 
completely dominated by external causes, statistical records, 
improved wherever possible, must be freely used. 


Principle No. 8: Flexibility 

This is a vital provision. No organisation however care- 
fully planned can hope to be final. The unification of road 
and rail transport will present, to begin with, a host of problems. 
As these problems are dealt with and solved, administrative 
needs are bound to change, and the framework of organisation 
must be capable of being changed to meet the new conditions. 
Changes in the framework are likely to involve difficulties 
with personnel, but these can always be overcome by firm 
and tactful action on the part of the executive heads. 


Principle No. 9: The Number of Men Controlled by any One 
Man must be Limited 

Failure to observe this last principle can wreck any big 
organisation. Graicunas has pointed out that a chief with 
four subordinates who adds a fifth, raises the total number of 
personal relationships which he has to take into account from 
44 to 100, a 127 per cent. increase in complexity for a 20 per 
cent, increase in working capacity. The number of relation- 
ships increases in geometrical ratio, and it is a safe generalisa- 
tion that in administrative work the number of men directly 


responsible to any one man should not much exceed six and 
should if possible be fewer. 


Application of Principles 

We may now proceed to apply these principles to our 
particular problem, the construction of an organisational 
framework to control and operate the whole of road and rail 
public transport in Great Britain. From principles (5) and 
(6) (division of work and co-ordination of the results) we can 
at once deduce that our framework must incorporate what is 
known as the Divisional system, as distinct from the Depart- 
mental system. This means that the country will be divided 
into regions, with a Regional Director in each region taking 
full responsibility for as many as possible of the activities 
within the territory under his control. Regions will in turn 
be divided into Districts, and there again the Divisional 
principle will be observed by bringing together under the 
control of a single District Officer all the functions which 
in practice are bound to be so closely linked together that only 
unified control can ensure complete co-ordination, and at the 
same time eliminate unnecessary relationships. 

The specialisation which is the advantage of the Depart- 
mental system will be provided at the top in the Central 
Headquarters where principles are settled and where special- 
isation is essential. Throughout the organisation it is proposed 
that road and rail transport should come under single control, 
thus providing for full co-ordination from the start. 


The Organisation Proposed 
The organisation proposed is set out below :— 


A. Central Headquarters 

Supreme control exercised by a Board or Executive con- 
sisting of a President, Deputy President, and four Vice- 
Presidents responsible for the functions shown in Table I. 


B. The Regions 
It is proposed that there should be six Regions :— 


- London (including the London Transport Area) and South East England. 
. South Wales and South West England. 

. Midlands and East Anglia. 

. North West England, Central and North Wales. 

. North East England including the West Riding. 

. Scotland. 


Qauaiwn— 


The organisation of a typical Regional Office will be as 
follows (Table II) :— 


Regional Director 


| 
Deputy Regional Director 
| 


| 
Commercial Assistant 





| 
Regional Civil 
Engineer 


| 
Regional Public Relations Regional Traffic 
fficer Manager 


| | 
Railway Operating Assistant 


i 
Regional Mechanical 
Engineer (Railways) 


a a pen in en ee 
Staff Assistant 


| | 
Road Operating Assistant Technical Assistants 
| 


ieee 
Regional Docks 
Engineer 


| 
Regional Mechanical 


| 
Regional Electrical 
Engineer (Motors) i 


Engineer 


Table II—Proposed organisation of a typical Regional Office 
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The following Chief Officers will also have their Regional 
counterparts, though these need not come directly under the 
Regional Directors, and to this extent the Departmental 
system could be allowed to remain : 


Chief Accountant 

Chief Stores Superintendent 
Hotels & Catering Superintendent 
Chief Legal Adviser 

Chief Estate & Rating Agent 
Chief Medical Officer 

Chief of Police. 


C. The Districts 

It is proposed that each Region should be divided into an 
appropriate number of Districts, the average number per 
Region being approximately six. Each District will have its 
own Civil Engineer, Electrical & Mechanical Engineer (Rail- 
Mechanical Engineer (Motors), but the principal 
District will be the District Traffic Manager, 
the following Assistants, thus (Table II]) : 


ways) and 
Officer in the 
who will have 
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Chief Staff Superintendent and a separate Superintendent of 
Organisation and Research, but by appointing Staff Assistants 
to Regional Directors and District Traffic Managers. This 
however does not mean that the responsibility for promotion 
and discipline is taken away from District and Regional 
Officers, for it is important that the power of rewarding good 
work and dealing with lapses should be in the hands of thos 

under whose control the work is done, though it is also import- 
ant that Officers in exercising powers of discipline and pro- 
motion should be prevented from allowing personal bias 
however unconscious, to influence their decisions. This is 
where specialist staff assistants can be useful. 


Principle No. 3: Clear Line of Authority 

This exists in the framework as set out. Ultimate authorit 
rests with the central Executive consisting of the President, 
Deputy President, and four Vice-Presidents and spreads out 
from them to the various Chief Officers reporting directly t 


District Traffic Manager 


Deputy District Traffic Manager 
1 


Railway Operating Assistant Road Operating Assistant 


(covers also Motive power) 


Goods Commercial Assistant 
(Rail and Road) 


‘ | 
Passenger Commercial Assistant Staff Assistant 


(Rail and Road) 


Table I11—Proposed organisation of a District Office 


Chus the District Traffic Manager has full responsibility 
for the movement and charging of all traffic, rail and road, 
within District. He reports to the Regional Traffic 
Manager who covers the same wide range, and this focussing 
of functions which in railway organisation today are almost 
invariably divided should go far to ensure absolute co- 
ordination and economical working. 

It may be suggested that to depart from the familiar rail- 
Operating and Commercial 


his 


way practice of separating the 
Departments is to limit the selling power of the organisation 
The reply is two-fold. On the one hand the Divisional form 
of organisation (adopted for reasons explained above) pre- 
scribes the combination of all functions that can reasonably 
be combined in the Regional Headquarters, and the provision 
of District Traffic Managers with comprehensive authority 
is simply a logical extension of this Divisional principle. On 
the other hand, with competition in the old sense abolished, 
not only between railway systems but also between rail and 
road, salesmanship, which is in its essence competitive, 
becomes relatively less important. The emphasis will be 
on economic and efficient service and it will cease to matter 
whether people elect to travel or to send their goods by the 
rail or road facilities provided. Public relations, it is true, 
will remain extremely important, and are covered by pro- 
viding a specialist Public Relations Officer in each Region. 
Each District Traffic Manager will have directly under his 
control the Stationmasters, Yardmasters, Garage Superinten- 
dents, and Goods Agents within his District, and the size 
of a District would be determined by the necessity for not 
including within it more stations, garages and depots than 
can be personally supervised by one District Manager. But 
personal supervision at this level in the organisation does not 
mean constant personal contact. Periodical visits are all that 
is necessary, and Railway District Officers are accustomed to 
covering 150 or even 200 stations. In the road-rail 
organisation it would probably be better to aim at an avera 
of about 100 stations and District, though that 
figure can be considerably varied according to the size and 


new 


ve 
garages a 


importance of the stations and garages. 


The Framework and the Principles 

We may now turn back to the principles of organisation 
and note how far this draft framework conforms to them. 
In thus checking up, we can omit the first principle, a common 
that does not directly affect 


since 


generally accepted aim, 
the framework. 
Principle No. , & Staff P. icy 

This is provided for in the framework not only by having 
a Vice-President in charge of Administration, assisted by a 





the Vice-Presidents. From the Chief Officers, the lines of 
authority descend to unite again so far as the Traffic and 
Engineering sides are concerned, in the persons of Regional 
Directors, continue through the Regional Officers to the 
District Officers and go on to Stationmasters and Garage Super 


intendents. 
Principle No. 4: Clearly Defined Function 

In this draft the functions of each position are broadly 
indicated, but precise definition would be necessary before 
the organisation was translated into practice, Thus, to tak 
one example, Claims work has not been separately mentioned, 
but at the Central Headquarters would be covered by the 
Passenger and Goods Managers respectively. The Passenger 
Manager would also deal with compensation to passengers fo1 
injuries, etc., while compensation to injured staff would be 
covered by the Chief Staff Superintendent. In the complete 
chart of organisation, which should be printed and circulated 
to every member of the staff, the responsibility of each Officer 
vould be clearly set out. 


Principle No. 5: Division of Work 

The framework attempts to comply with this, but in practice, 
as has been already noted, variations in human capacity and 
volume of work have to be met by adjustments in the 
organisation and this would be one of the principal functions of 
the Vice President (Administration) and his Staff Super- 
intendent, and the Staff Assistants in Regional and District 
Offices. 


Principle No. 6: Co-ordination 

Co-ordination is well provided for in the framework by 
bringing related activities where possible under single control. 
Thus the bus, lorry, and train services within a district, which 
should be linked and interwoven, would be all controlled 
by the District Traffic Manager. Within Region all 
these traffic activities as well as all engineering fall within 
the scope of the Regional Director. At Headquarters re 
sponsibility is so divided between the four Vice-Presidents as 
to combine specialisation with co-ordination, 


each 


Principle No.7: Checking 

This is covered to some extent by providing a separate 
Accountant’s department in which Regional Accountants 
have no responsibility to Regional Directors, but only to the 
Chief Accountant. But the main method of checking perform- 
ance will probably be a system of budgetary control. This 
permits considerable decentralisation, and by setting suitable 
standards not only for revenue and expenditure, but also for 


(Concluded on page 342) 
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ROAD TRANSPORT SECTION 


This section appears at four-weekly intervals 


Reactions of E.P.T. on Bus Transport 


HE effects of the working of the present Excess Profits 
Tax legislation on large road passenger transport groups 

ind by reason of their participation in those groups on the 
railway companies, were illustrated at the recent meeting of 
fhomas Tilling Limited. Mr. John F. Heaton, the Chair- 
man, showed that the general effect of E.P.T. has been to 
ibsorb the whole of any increase in profits made by certain 
f the undertakings controlled by his company, but at the 
me time the parent concern will not be able to claim as a 
t-off the drop in profits of other constituents except where 

t least 90 per cent. of the ordinary share capital of the 
dertaking returning lower profits is held by Thomas Tilling 
Limited. This feature of the E.P.T. has special repercussions 
yn road passenger transport by reason of the manner in which 
large section of it is controlled. The many companies 
which are owned by the railway companies jointly with 
[Thomas Tilling Limited, the British Electric Traction Co. 
Ltd., and Tilling & British Automobile Traction Limited, 
re not hell as to 90 per cent. of the share capital by any 
one of these companies; more usual shareholding is of the 
rder of 40 per cent. railway and 40 per cent. road group. 
it would appear, therefore, that the practical effect of E.P.T. 
in these cases is to win on the swings—where the operations 
ire conducted in reception areas—without losing on the 
yundabouts—in respect of working in evacuation areas. The 

f E.P.T. to Thomas Tilling Limited is sufficiently 
concern. For the first accounting period, 
P.T. was 60 per cent., the amount due from the 
individual companies in the group exceeds £500,000. In the 
ling year, with the tax at 100 per cent., it rises to 


pproximately £1,750,000. 


irge O Caus¢ 


A U.S.A. West Coast Bus Line 


r HE Santa 

California, was established with eight buses in 
nd has shown a profit for every financial year except one— 
1e depression period of 1932-33. The fleet now totals 31 
modern vehicles built by the White Motor Company of 
Cleveland, Ohio, including four of the latest 42-passenger 
delivered last year, and illustrated below. The 
‘reatest passenger volume is handled on the run from Santa 
Monica to the end of the Pico tram line in Los Angeles. A 
frequency of 74 min. is maintained from 5.25 a.m. to 7 p.m., 
ind then of 15 min. until 2.10 a.m. The bus fare is 15 cents, 
nd the tram fare to Los Angeles 7 cents. Two other lines 


Monica Municipal Bus Line of Santa Monica, 
1928, 


buses 


» operated, one providing a half-hourly service to Pacific 
isad other reaching Occan 


Palisades, and the 


Park and the 


Douglas aircraft plant. On each service the fares are 5 cents. 
Since its inception in 1928, the line has operated upwards of 
15,000,000 miles, and during recent years has carried approxi- 
inately 2} million passengers a year. During most of the 
inancial year from July 1, 1939, to June 30, 1940, there were 
é nd ¢l travelled 1,621,000 miles during 
that period. fuel consumption is approxi- 
mately 300,000 gal. of petrol, 5,200 gal. of oil, and 2,800 Ib. 
The operating revenue a bus mile is 15 cents, and 
Maintenance absorbs 
only 2 cents a mile, and petrol, oil, and grease from 2} to 
3 cents a mile. Maintenance costs were formerly much higher 
but the undertaking built $36,000 fully-equipped garage 
including even a sewing machine for mending upholstery. 
Not the least important of the facilities is the washing equip- 

the entire fleet to be run through in 


27 buses working and they 


A typical ve irly 


ol grease. 
the operating expense 12 cents a mile. 
} i] 





ment which en 
© nours. 


Rail and Road Co-ordination 
TOTWITHSTANDING the fact that wartime conditions 
* have tended to thrust into the background the urgency 
of the rail and road transport problem there has been increas- 
recently that a number of people have been 
studying the position with a view to evolving a solution. 
Before the Institute of Transport on March 10, Brig.-General 
Sir H. Osborne Mance read a paper in which he outlined 
the results of his own wide study of the matter. His book, 
The Road and Rail Transport Problem,’’ was the subject 
f an extensive review in THE Rarttway GAZETTE of May 3, 
1940, and will have familiarised our readers with the main 
points of Sir Osborne’s plans. In his paper he showed that 
the unification or nationalisation of road transport would 
involve some half a million commercial goods vehicles with 
over 220,000 operators of which 150,000 vehicles were owned 
by 60,000 ‘‘ A’’ and ‘‘ B”’ licensed hauliers, and the balance 
by ancillary uscrs; althoug! small hauliers 
pe rformed a useful function in the provision of a flexible 
service, it was quite impossible effectively to control so 
many undertakings in such matters as the observance of 
regulations, the submission of returns and above all, adher- 
ence to agreed tariffs. One line of approach to the problem 
with which Sir Osborne dealt was that of arbitrary division 
of traffic between road and rail under which long distance 
movement would be restricted to the railways and _ short 
listance transport to road, the latter including ancillary trans- 
»bviously would hamper the freedom of 
s where long distance road transport and short 
distance rail transport were both economically justified, and 
supervision of the radius limitation might be difficult. 


ing evidence 


h this multitude of 


ort. Such a scheme 
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Four units of the Santa Monica Municipal Bus Line fleet, with underfloor engines 
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On the other hand unrestricted competition between the two 
forms of transport would deprive users of right and safe- 
guards which they have enjoyed for a century on the rail- 
ways, since it would be impossible to enforce them in relation 
to innumerable road hauliers. Sir Osborne suggested that the 
best division of function would result if a single administra- 
tion without divergence of financial interest were solely occu- 
pied in meeting the needs of the public. He dealt at some 
length with the separation of out-of-pocket and fixed costs, 
and concluded that the main points on which the practic- 
ability of his scheme would depend were, first the problem of 
calculating the contribution paid towards fixed charges from 
the viewpoint of the resulting traffic rates, and of balancing 
the fixed installations budget, and secondly, the method of 
ensuring the collection of this contribution. As to the 
machinery of collection from the road industry, he said that, 
assuming a suitable check on records of petrol consumption 
could be devised, it might be found easiest for registration 
and petrol taxation to be collected as at present and credited 
to the toll account of each road undertaking. Sir Osborne 
claimed that his scheme would ensure an automatic division 
of function based on cheapness of operation; leave the user 
with absolute freedom of choice; and admit free competition 
between rail and road on a basis of equality 


Railway-Owned Road Services in Colorado 
HE Rio Grande Motor Way, a road transport company 
owned by the Denver & Rio Grande Western Railroad, 
operates 1,842 freight route miles in Colorado, and 1,931 pas- 
senger route miles in Colorado, Utah, and New Mexico, The 
buses are run by a department called the Rio Grande Trail- 
ways, which is affiliated to National Trailways, and serve 
wide areas of great scenic attraction. Daily runs take them 
to mountain passes of over 10,000 ft. above sea level, across 
tracts designated as national monuments, and through 16 
national forests. The buses operate throughout the winter 
and give the inhabitants of the mountain villages fast, safe, 
and reliable Tours are offered with great 
diversity of route, and are co-ordinated with train services 
so that passengers from the East may use the railway part of 
the way and the buses in Colorado to points not easily acces- 
The Rio Grande Motor Way has 39 stainless- 


also 


services, 


sible by rail. 


steel buses to maintain its passenger services, and much 
of the operation is at 10,000 ft. or higher ; two-stroke- 
cycle diesel power is employed. Severe winter weather 
is often encountered and the buses are warmed 
by oil heaters Their capacity is for carrying 13, 29, 
or 37 passengers. The 29 and 37 seaters are used on main- 


line routes during the summer season when traffic is heaviest, 
and the 13 seaters are held in reserve. During the winter 
this process is reversed, the 13 seaters being usu illy adequate 


to cope with the schedules 


The Unusual Policy of Montevideo 

HROUGHOUT the world there has been a tendency in 
recent years to place urban transport in the hands of 

one large organisation, often with monopolistic powers, and 
it is therefore quite exceptional to find an apparently suc- 
cessful example of an entirely different policy. Motorbus 
operation in Montevideo—the city referred to—probably 
differs from that of any other city in the world because 
nearly all the vehicles are individually owned, and, in fact, 
ownership is limited to a maximum of three vehicles. The 
formation of large motorbus companies is not permitted, and 
the city has a total of 550 buses run by no fewer than 300 
operators. All the owners working on one service form an 
association which appoints ticket inspectors and timekeepers, 
and generally undertakes the traffic management of the ser- 
vice under the control of a president and committee elected 
annually to carry out administrative duties. All the takings 
on a particular route managed by such an association, or 
co-operativa, are pooled, and are distributed among the 
owner members on a fixed basis which takes into considera- 
tion the number of hours a bus works in the course of a day 
and the seating capacity of the vehicle. The system is 
strongly reminiscent of the old omnibus associations which 
existed in London for about half a century during the horse- 





bus days, and exercised a profound effect on bus develop- 
ment in our own Metropolis. At the present time there are 
some 35 such associations in Montevideo, each responsible for 
one service. Every service is indicated by a letter or com- 
bination of letters which is borne on the front of the vehicles 
like a service number. At first every association had its own 
colour scheme (again adopting a practice once familiar in 
London), but the recent tendency has been towards unifica- 
tion. The services radiate from the centre of the city and 
cover routes up to 10 miles in length. All the buses are of 
the 26 to 30-seat single-deck variety, and most are diesel- 
engined, with engines principally of British and German 
makes. In earlier years lower-priced American vehicles with 
high-power petrol engines were commonly used, but thes: 
have now lost popularity. It is pleasant to be able to record 
that British products are in high favour, and nearly half the 
total fleet at present in service is of A.E.C. make, known 
throughout South America, of course, under the name Aclo. 
This co-operative bus working in Montevideo, which is the 
capital city of Uruguay and also the principal port of the 
country, seems to be functioning so satisfactorily that it is 
not unlikely to be widely quoted in the near future by thos 
who favour a return to the individualism and personal initia- 
tive of former years rather than an extension of the present 
almost world-wide policy of centralisation and amalgamation 
of transport into enormous units. 


Burlington Diesel Buses 
HE high-power main-line diesel locomotives of the Chicago 
Burlington & Quincy Railroad have been the subject of 
more than one illustrated article in our Diesel Railway 
Traction Supplement during the last three years, but it 


is not so well known that the same railway company 
has 388 diesel buses operating under the control of 
its subsidiary concern, the Burlington Transportation 
Company. In June, 1939, a fleet of 21 diesel buses was 


placed in service to protect all the transcontinenta routes of 
the B.T. company. At first, great difficulties were encoun- 
tered, particularly in the way of road failures, due largely to 
the steep grades and rapid descents traversed in the western 
mountains on the way to the Pacific Coast. By the end of 
1939, changes in engine design, lubrication, maintenance 
methods, and driving technique had so improved operation 
that the opportunity offered for saving in fuel costs justified 
the purchase of two more diesel buses that vear. Further 
fuel economy, resulting in a saving of approximately 30 pei 
cent., influenced the purchase of an additional 15 buses. 
Before the end of last year, the Burlington Transportation 
Company had experience of more than 7,000,000 miles of 
diesel bus operation. Several of the original buses, placed 
in service in June, 1939, had exceeded 300,000 miles. 


Tilling Companies and Producer Gas 


HE quite considerable technical advance which has 
been made since the war began in the construction 


and operation of producer-gas passenger buses is due in a 
large measure to the activities of the companies in the 
Tilling group, many of whose applications and experiments 
have been recorded in these pages. The chairman of Thomas 
Tilling Limited, Mr. John F. Heaton, has taken a leading 
interest in the question of producer gas as an alternative 
fuel, and, speaking at the recent annual meeting of the 
company, he said that the research and experimental work 
carried on during the past 12 months had been so productive 
that a decision had been made to operate one depot—though 
not yet a large one—entirely on producer-gas vehicles, and 
from the experience so gained to evolve new methods and 
further improvements. The purely scientific side of pro- 
ducer-gas propulsion was being dealt with on behalf of the 
Tilling companies at the Mining Department of Birmingham 
University under the direction of Professor Neville Moss and 
Dr. S. Ward. There was hope that some of the rather 
obscure problems met with in actual operation would be 
overcome as a result of these researches. Despite the unin- 


formed criticism that had been levelled at producer-gas 
vehicle operation generally, the Tilling companies were 


satisfied with the progress that had been made. 
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Road Transport and the War—19 


Payment for Government-hired vehicles— Maintenance of Service and 
civil vehicles—Priority travel for war workers—Alternative fuels 


The Government has announced the financial terms which 
re to operate in respect of vehicles hired by the Ministry of 
ransport primarily to carry traffic of Government account. 
etails of this scheme, under which the Ministry becomes in 
ffect a road transport operator, were given in the Road 
ransport Section of THE RAILWaAy GAzeTTE for February 21. 
he basis of payment for the vehicles is that the haulier is to 
» assured of the same net revenue per ton of payload capa- 
ity as was earned in a standard year. The standard year 
1ay be selected by the haulier and must be a continuous 
twelve months period allowed for the computation of stan- 
lard profits for the purposes of Excess Profits Tax, that is to 
iy it must be within the years 1935-1937, This method is 
he same as that employed by the Meat Transport Pool for 
he payment of its members. The broad principles of the 
rovernment scheme were formulated in collaboration with 
he Road Haulage Consultative Committee, and the method 
f payment has been decided upon further consideration by 
that committee. 


Motor Transport Maintenance Advisory Committee 


The Ministers of Transport and Supply announced on 
February 19 that they have decided to set up a committee 
with the following terms of reference: ‘‘ To advise the 
Minister of Transport and the Minister of Supply on questions 
relating to the maintenance of civil road transport and the 
repair of Service vehicles in civil establishments.’’ The com- 
mittee will advise the two departments on the supply of motor 
vehicle spares and accessories and the provision of mainten- 
ance and repair facilities for civilian road transport, including 
such matters as premises, equipment, and the provision of 





The war, with its fuel restrictions, has added to the value of the railway horse. 
Right: A female “van boy” in L.M.S.R. service 


its first-floor stable in Camden (London) depot. 


labour. The following have accepted the invitation of the 
Ministers to be members of the committee :— 


Mr. W. E. Rootes, President of the Society of Motor Manufacturers & Traders (who 
is Chairman). 

Mr. A. F. Palmer Phillips, Director of Vauxhall Motors Limited, representing car and 
light commercial vehicle manufacturing interests. 

Mr. R. F. Fryars, Secretary of the Associated Equipment Co. Ltd., representing heavy 
commercial vehicle manufacturing interests. 

Mr. F. G. Smith, President of the Motor Agents’ Association. 

Mr. George W. Lucas, Managing Director of Perrins Motor Garages (Southampton) 
Limited, representing garage and repair interests. 

Mr. J. Albert Thomson, LL.D., J.P., Chairman and Managing Director of Brown Bros. 
Ltd., representing the Motor Factors’ Association. 

Major F. J. Chapple, D.S.O., General Manager of the Bristol Tramways & Carriage 
Co. Ltd., representing public service vehicle operators. 

Mr. Frederick G. Bristow, C.B.E., M.Inst.T., Honorary Secretary, British Road 
Federation, representing goods vehicle operators. 

Mr. J. N. Henderson of the Ministry of Transport has been 

appointed Secretary of the committee ; the first meeting was 
held on February 21. 


Northern Regional Mutual Aid Emergency Scheme 


At the end of February Sir John Maxwell, Northern 
Regional Transport Commissioner, issued to all the local 
authorities in the region details of a scheme for mutual aid in 
connection with emergency road transport requirements in 
the event of serious disorganisation resulting from intensive 
bombing attacks. The scheme is regarded as supplementary 
to any transport arrangements made by the local authorities, 
and its operation has involved the appointment (to supplement 
existing district transport officers) of hundreds of group 
leaders and deputies, volunteer drivers, and mobile messengers. 
Immediately after an intensive air raid on any town within 
the region, the district transport officer will arrange for the 
display throughout the area of posters on which the address 
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Left: An L.M.S.R. horse approaching 















of the local Ministry of Transport Office will be shown. In 
the event of a breakdown of telephone communications 
‘contact ”’ officers will function immediately. These officers 
will act as liaison between the advanced Regional Office, the 
local Ministry of Transport Office in the area, and the rest of 
the organisation. To assist in the ready provision of special 
kinds of transport most likely to be required urgently, pools of 
transport, working on a mutual aid basis, have been organised 
under group leaders throughout the region. These transport 
pools cover vehicles available and suitable for the following 
purposes: (a) Debris clearance ; (b) Furniture removals ; and 
(c) Conveyance of water containers. In the first instance local 
authorities will call into operation their own pre-arranged 
transport schemes, and the pool arrangements will become 
operative only on request by the responsible authority for the 
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TO THE HOUSEWIVES OF 


BRITAIN. In the early morn- 
ings and late afternoons your hus- 

, sons and daughters—war 
WORKERS—most need the buses, 
trams and trains. If you are 
crowding in, they are crowded 
out. So help them all you can. 


PLEASE FINISH TRAVELLING 
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hour in order to enable employees to reach their homes befo: 
nightfall, and in many cases it has proved impracticable { 
introduce a system of staggered hours of employment. Wit 
lengthening days, this difficulty has been relieved to son 
extent, but the congestion at peak hours still continues, a1 
campaigns are being conducted both by the Ministry of Lab« 

& National Service and the Ministry of Transport, and al 
by the large motorbus operators. The newspaper advertis: 
ments in connection with this campaign are addressed main] 
to housewives. Two newspaper announcements were repr: 
duced at page 196 of our February 21 issue, and some mot 
accompany the present notes. Towards the end of Februa: 
the North Midland Regional Transport Commissioner intimat« 
that, unless shoppers and pleasure-seekers showed more con 
sideration, a distinguishing badge would be issued to travelle1 
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Left and right: Two press advertisements of a large railway-associated bus company. Middle: A Ministry of 
Labour & National Service and Ministry of Transport newspaper advertisement appeal 


provision of additional transport. The mutual aid scheme is 
divided into two parts, namely, municipal undertakings and 
private operating concerns, with close liaison between both 
sections. A municipal undertaking requiring assistance in 
the maintenance of essential services may call on any other 
municipal undertaking within the region for help. If the 
support forthcoming is still insufficient, the undertaking may 
then call upon the private operating concerns, and vice versa. 

Arrangements have also been made, in conjunction with the 
Regional Civil Defence Commissioner, whereby, in the event 
of a complete breakdown of road and rail passenger transport 
serving shipyard and engineering works along the River Tyne 
east of Newcastle, an emergency ferry service will be put into 
operation for the conveyance of workpeople. A _ brief 
announcement of this was made at page 152 of our February 7 
issue. 

Priority Travel for War Workers 

As long ago as November 28 last the Birmingham & Midland 
Motor Omnibus Co. Ltd. issued a warning that unless members 
of the travelling public who were not engaged on work of 
national importance would avoid travelling on the company’s 
buses during peak hours, it might be necessary for the company 
to adopt a system of priority armlets to be issued to munition 
workers only. This was recorded at page 669 of our December 
27 issue. In some provincial centres congestion on public 
service vehicles has resulted from early closing of large 
numbers of shops and industrial establishments at the same 


engaged on work giving them priority of transport in certain 
Midland areas. With the need for conserving fuel resources 
and avoiding unnecessary congestion on vehicles, both the 
Government departments concerned and the large transport 
operators are perturbed at the volume of unnecessary travel 
at peak hours of the day by persons who are contributing little 
or nothing to the national war effort. 


Gas-Producer Export 


Recent Government regulations prohibit the export to any 
destination of mobile producer-gas plants of the type used 
for road transport vehicles, except under licence. 


Coal-Tar Oils 


The use of certain coal-tar oils such as creosote has been 
encouraged since January 24 by a Government scheme 
granting additional ration coupons for vehicles using these 
fuels, enabling extra mileage to be covered unless the vehicles 
are already working to capacity on essential journeys. Coal- 
tar oils to be used as motor fuel can be sold or acquired 
only on the surrender of valid coupons, except under the 
authority of a licence issued by the Secretary for Petroleum. 
In general, it is proposed that only producers of such oils 
should receive licences authorising them to use these oils in 
vehicles registered in their own name. For all vehicles the 
original basic ration will be increased by the ratio which 
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Bedford 4}-ton lorry with 27 h.p. 
(R.A.C.) engine converted from 
petrol to producer-gas propulsion 
by the Great Sou:hern Railways. 
When using Progasite the hopper 
capacity is 3} cwt., enough for 
300 miles, but peat charcoal also 
has been used, and the range is 
then 200 miles. The producer is 
of the cross-draught type 


the coal-tar oil bears to the whole mixture; the usual propor- 
tions of creosote mixtures as now used are 70 per cent. oil 
fuel and 30 per cent. creosote. 


Small Producer-Gas Plants 


Producer-gas plants to suit road transport engines as small 
as 10 h.p. (R.A.C.) have been put on the market by Gas 
Producers (Bellay) Limited, and others are available up to 
28 h.p., which is another new standard size. For the smallest 
size the fuel consumption is claimed to be only } lb. a mile 
when burning Progasite screened to 2-3 in. The price is £60 
for the 10 h.p. size and £70 for the 28 h.p. model. 


Methane in Italy 

A statement to the effect that all the public service vehicles 
in the city of Milan were now operated on methane was made 
at a recent meeting of the Engineers’ Association in Dublin. 
A high-pressure storage system had been developed, and a 
bus could travel up to 250 miles on one charge. Shafts had 
been sunk in Italy which could produce 40 million to 50 
million cu. ft. of marsh gas a year each. 

Methane in Stockholm 

Conversion work is being carried out on 40 buses and a 
number of service vehicles belonging to the City of Stock- 
holm, so that methane gas from the municipal sewage dis- 
posal works can be used as engine fuel. The sewage works 
at the moment liberates about 3,500 cu. m. of methane in 
24 hr. and this is now to be stored at high pressure in steel 
drums. For the conditions in Stockholm one cu. m. of 
methane is said to be equivalent to 1-8 litres of petrol. 


Alternative Fuels in Eire 

The Great Southern Railways Company has equipped two 
of its road lorries with producer-gas plants. One is of 
British Gazogene make (Gohin-Poulenc system) and is fitted 
to a 44-ton lorry having a Ford V8 engine. The second plant 
is of a type evolved by the G.S.R. staff and is installed in a 
44-ton Bedford vehicle. Normally it operates on anthracite 
and it has been claimed that with this fuel the 3}-cwt. hopper 
gives a travelling range of 300 miles. Peat charcoal also has 
been used with some satisfaction, but the mileage between 
refuelling does not then exceed 200 miles. 

The Dublin United Tramways Company has buses running 
experimentally on a mixture of fuel oil and creosote. Although 
in many ways the trials have been successful, it is considered 
that a more refined form of creosote than that used, and 
obtained from the Dublin gas works, would have to be produced 
before the mixture could be made thoroughly satisfactory. It 
is not considered that low-pressure town gas for the Dublin 
double-deck buses would be a practicable proposition as the 
range between refuellings would be only about ten miles. 


Producer-Gas in Australia 
A recent estimate made in Queensland indicates that 
between 2,000 and 3,000 mobile producer-gas plants were in 
service in Australia at the beginning of the war, in road 
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vehicles and tractors. As long ago as 1929 the Federal 
Government appointed a sub-committee to report on pro- 
ducer-gas for vehicles. Charcoal is almost universal as a fuel, 
and the sub-committee evolved as a standard fuel (specifica- 
tion now controlled by the Australian Standards Association), 
charcoal made from Australian red gum timber, washed and 
graded } in. to 1 in., and having a moisture content of 
9 to 10 per cent.; usually the ash content does not exceed 
0-5 per cent. Tests on a British Government (Hartley Com- 
mittee) trailer-mounted plant were made by the University 
of Melbourne in 1940 with a Ford V8 utility truck. The fuel 
consumption averaged 103 lb. per 100 miles, as against 82 lb. 
with the usual Australian body-mounted plant with water 
injection, but probably part of the increase was due to the 
resistance of the trailer. The distance covered before refilling 
was only 50 miles, but the tests showed that this design of 
producer—designed for coal fuels—could be used with char- 
coal. Prices of the Australian-built water-injection charcoal- 
burning producers do not seem to exceed about £85, compared 
with costs of £120 or more in England. 





Free Lift Scheme to End 


The Ministry of Transport and the Petroleum Department 
announced on March 18 that the issue of extra petrol for 
organised free lifts under the ‘‘ Help your Neighbour ’’ 
scheme is to be discontinued at the end of March. ‘The 
scheme, which was begun on November 1, 1940, as an experi- 
ment to cover the darkest months, is considered to have ful- 
filled its purpose and to be necessary no longer in view of 
the lengthening hours of daylight. The number of appli- 
cations dealt with by the A.A. and R.A.C. since the 
inception of the scheme total nearly 63,000. 


Insurance of Grouped Goods Vehicles 

Since September, 1939, insurers have agreed for periods 
cf three months at a time to continue and extend, withou: 
any general increase in rates, existing policies for ‘‘ grouped’’ 
motor goods vehicles, although the Emergency Powers (Road 
Vehicles & Drivers) Order, 1939, removed certain restrictions 
on ‘‘ A,’ ‘ B,’’ and ‘‘C’”’ licences under the Road & Rail 
Traffic Act, 1933. This arrangement was last extended until 
February 28, 1941, and the Minister of Transport then 
announced that the insurers had agreed to extend the 
arrangement until May 31, 1941. 


Berlin Trams 
The Berlin Bérsenzeitung announced recently that various 
tram stops had been eliminated, so that brakes should be used 
less, and wear and tear reduced. 


Food by Tramcar in Zurich 


The municipality of Zurich is reported to have decided to 
use tramcars for food transport in the early hours of the 
morning so as to economise in the consumption of petrol. 
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Road Travelling Post Offices in the U.S.A. 


A ROAD motor post office service “‘ 

basis as the railway mail service’’ was inaugurated 
on February 10 on a 140-mile route between Washington 
(District of Columbia) and Harrisonburg (Virginia). In 
making this announcement Mr. Frank C. Walker, the U.S.A. 
Postmaster-General, said that the service was being main- 
tained by large motor vehicles similar to a single-deck bus 
and completely equipped with all the facilities for sorting, 
handling, and dispatch, that are included in railway travel- 
ling post offices, and he said that the new service was one of 
the most significant developments in recent years in the 
sphere of mail transport. The U.S.A. Post Office Depart- 
ment secured its authority last July to establish such a 
when the appropriate Bill was approved by the 
President. It is noteworthy that this Bill limited the 
authority to those locations ‘‘ where it is found that adequate 
railroad facilities are not available.’’ There is thus no 
question of competition between rail and road transport for 
the carriage and sorting of mail, but the new service is 
intended to replace train services that have been discon- 
tinued and to supplement railway services which, by their 
infrequency, do not supply adequate postal facilities in a 
particular area. These new road vehicles are travel- 


service, 


Interior of road motor travelling post office 


operated on the same 


ling sorting offices, and half for the purpose of 
picking up and setting down mail bags. As a matter of 
interest, it may be recalled that the idea of sorting mails 
en voute was mooted by Rowland Hill as long ago as August, 
1826, when he suggested that three hours might thus b 
saved in delivery. The suggestion of sorting in horse-drawn 
road vehicles fitted with shelves was never carried out, and 
it was left to the British railways to introduce this valued 
feature of the postal service in 1838. 

The first of the new highway mail coaches, which we illus 
trate, is an adaptation of the model 788 transit bus made by 
the White Motor Company of Cleveland, Ohio. It is made 
of duralumin, to combine lightness with strength, and is 
33 ft. long over bumpers, 8 ft. wide and approximately 
9 ft. 5 in. high. In passenger service this type of vehicle 
normally carries 40 persons. It is powered by a 12-cylinder 
underfloor White engine of 681 cu. in. displacement and 
210 h.p., capable of getting the main through on time over 
difficult gradients and under adverse road and weather con- 
ditions. The interior space has been carefully fitted for 
mail service under well protected conditions. There are two 
side doors, one near the front and one to the rear of centre. 
Each of these is equipped with special locking devices, and 
panels are dropped into place to provide a level floor over 
the steps. A door on the other side of the vehicle is for 
emergency purposes. The regularly spaced windows are fully 
barred on the outside and screened on the inside, thus per- 
mitting adequate light while preventing illegal entry of 
persons not connected with the service. Near the front is a 
sorting table, with pigeon hole mail compartments immedi- 
ately above. There are strong steel racks with hooks on each 
side of the coach to hold the bags for mail sorting and distri- 
bution; each rack holds a double line of bags. When not in 
use the racks fold back against the wall and are out of the 
way. The rear cf the coach is used for storage purposes. 
Here, too, are washing facilities and a sanitary toilet. In 
addition to the window lighting, there are electric ceiling 
lights which provide a down-illumination on the mail. Air is 
introduced tc a cold air intake through vents in the roof 
immediately above the windshield, which is known as the low 
pressure area. From the intake box the air is forced into the 
hollow roof of the coach by an electric blower, and is evenly 
distributed through apertures under a centre distributing 
plate which runs the entire length. When travelling the 
coach is heated by hot water from the water system of the 
engine. When standing it is warmed by electric heaters, the 
current for which is provided by an outside plug-in source. 
This externally-supplied current is also used for lighting when 
the vehicle is stationary. 

The travelling highway post office is painted in the regular 
department colours of red, blue, and aluminium, and is so 
lettered that its identity cannot be mistaken. There is a 
slot in the side for mailing letters. 
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The first British railway to send a cheque for £5,000 to the Minister of Aircraft Producticn for a Spitfire was the 

Southern Railway. All ranks, from directors to signal cabin lads and members of associate companies, subscribed to 

the fund. The plane has been named “ Invicta,” after the first locomotive on the Canterbury & Whitstable 
Railway in 1830, one of the earliest constituents of the S.R. system 


Portion of Hamm marshalling yard, German Siate Railway, filmed by an official German cameraman after an R.A.F. 

attack. The film was seized by British contraband officers from German couriers en route to South America, and is 

included in the recent release, ‘* America speaks her mind,” which is being shown at the present time throughout 

the U.S.A. We acknowledge our indebtedness to the March of Time Limited, the owner of the rights of this 
film, for permission to reproduce 





British Railways 
and the War—62 


Right : Inside one of the 
Southern Railway control centres 
established in underground 
shelters. These points, which 
have their own military guards, 
from the S.R. unit of the Home 
Guard, deal by telephone with 
emergencies. They have at 
their disposal gangs of plate- 
layers ready to proceed to any 
incident 


Some of the 200 women engaged by London Transport 
as carriage cleaners to replace men called up 
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A woman announcer at the micrcphone of the loud- 
speakers at Paddington station, G.W.R. 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. A. Winter Gray, Secretary of the 
institute of Transport, who, as an- 
nounced in our March 14 issue, is to 
retire on March 31, was born in 1875, 
and educated privately. He was 
articled with a London firm of land 
agents and valuers in 1892, and in 1896 
he joined the staff of the Engineer’s & 
Surveyor’s Department of the Metro- 
politan Borough of Lambeth, and rose 
from the position of draughtsman to 
that of senior assistant. In 1917 he 
became an assistant to Mr. H. E. Blain, 
at that time Operating Manager of 


Lafayette} [London 


Mr. A. Winter Gray, O.B.E. 
Secretary, Institute of Transport, 
1923-1941 


Underground Electric Railways Co. of 
London Ltd., and held this position 
until 1923. During this period he was 
associated with Mr. Blain in the in- 
auguration and administration of the 
London ‘‘ Safety First ’’ Council and 
of the British Industrial ‘‘ Safety First ”’ 
\ssociation. Mr. Winter Gray was 
General Secretary of the latter body. 
rom 1919 until 1923 he assisted Mr. 
Blain in his work as Honorary Secretary 
in the establishment and development 
of the Institute of Transport, and in 
1923 became Secretary of the institute. 
He was formerly a Member of the 
Institution of Municipal & County En- 
gineers, and of the Royal Sanitary 
Institute. Mr. Winter Gray was 
created an O.B.E. in 1939. He has 
been elected an Honorary Member of 
the Institute of Transport. 

Mr. Ivor Fraser, Principal Officer 
Special Duties), Chairman’s office, Lon- 
don Passenger Transport Board, who, 
as announced in our September 27 
issue, was appointed to the Ministry 


of Information as Controller of Public 
Relations for a period of six months, 
has returned to London Transport on 
the expiry of this term. 

Mr. C. W. G. Elliff has been ap- 
pointed Acting Road Transport Liaison 
Officer, Southern Railway, as from 
March 1, 1941, in the absence of Major 
J. C. Chambers, who is serving with 
His Majesty’s Forces. Mr. Elliff en- 
tered the service of the South Eastern 
& Chatham Railway in November, 
1911, in the Audit Accountant’s office, 
and was subsequently transferred to 
the Goods Manager’s office. From 1915 
to 1919 he served with H.M. Forces at 
home and in France, and held a Com- 
mission in the City of London Fusiliers. 
When the grouping of the railways was 
effected in 1923 Mr. Elliff was ap- 
pointed to the personal staff of the 
Chief Commercial Manager, Southern 
Railway, and was transferred to the 
Traffic Manager’s Department on its 
formation in 1930. Five years later he 
was appointed Assistant to the Road 
Transport Liaison Officer and in this 
capacity was also nominated a member 
of the standing joint committees set 
up under the working agreements be- 
tween the Southern Railway Company 
and its associated bus companies. 
Since the outbreak of war in Septem- 
ber, 1939, he has been appointed a 
director of all of these bus companies 
and of their subsidiary companies (as 
recorded in our December 8, 1940, 
issue), and a member of the council of 
the Omnibus Owners’ Association. 

Lord Lloyd, whose death we recorded 
in our*February 14 issue, has left estate 
valued at £56,967. Lord Lloyd re- 
signed from the boards of the British 
South Africa Company, Rhodesia Rail- 
ways Limited, and Rhodesia Railways 
Trust Limited, last May on his appoint- 
ment as Secretary of State for the 
Colonies. 


regret we 


It is with announce 
the death in a motor accident on 
March 10 of Mr. Nils Edward Forbes 
Sandberg, who had been a partner in 
the firm of Messrs, Sandberg since 
July 3, 1939. 

Mr, Samuel Meadowcroft has been 
appointed a Director of the Manchester 
Ship Canal in succession to the late 
Alderman H. J. Goldschmidt. 

Mr. Harold Muscroft, General Manager 
& Engineer, Southend Corporation Pas- 
senger Transport, has been appointed 
General Manager & Engineer, Hudders- 
field Corporation Transport and Operat- 
ing Manager of the L.M.S.R. & Hudders- 
field Joint Omnibus Committee, in 
succession to Mr. H. C. Godsmark who, 
as announced in our January 24 issue, 
has been appointed General Manager of 


the Newcastle Transport & Electricity 
Undertaking. Mr. Muscroft is 42 years 
of age and was born at Thornhill, 
Yorkshire. He began work with the 
Bradford Corporation Tramways in 
1919, and in the course of 16 years rose 
from being a junior clerk to Chief 
Engineer’s Assistant. In 1935 he was 
appointed General Manager & Engineer 
of the South Shields Corporation Trans- 
port, and during his two years in 
that city introduced trolleybuses. He 
became General Manager & Engineer, 
Southend Corporation Transport, in 
1937, and relinquishes this position next 
month to take up his new appointment 
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Mr. H. Muscroft 


Appointed General Manager & Engineer, Huddersfield 
Corporation Transport, and Operating Manager, 
L.M.S.R. & Huddersfield Joint Omnibus Committee 


in Huddersfield. Mr. Muscroft is a 
Member of the Institute of Transport 
and of the Council of the Public Service 
Transport Association. 

Mr. Cecil Herbert Robinson, a Direc- 
tor of the North British Locomotive 
Co. Ltd., whose death we recorded in 
our December 13 issue, has left personal 
estate in Great Britain valued at 
£13,380. Mr. Robinson was also for a 
time General Manager of the Company. 

Mr. William Averell Harriman, Chair- 
man of the board of directors, Union 
Pacific Railroad, is visiting Great 
Britain as Mr. Roosevelt’s personal 
representative to facilitate material aid 
to the British Empire. Mr. Harriman 
was born in November, 1891, and was 
the son of the famous Edward Henry 
Harriman, who not only guided the 
Union Pacific Railroad out of bank- 
ruptcy, but also gained control of other 
lines and became a dominant factor in- 
U:S.A. railway affairs. Mr. W. A. 
Harriman became Vice-President in 
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charge of Purchases & Supplies of the 
Union Pacific Railroad in 1914, and 
Chairman of the board of directors in 
July, 1932. It is said that Mr. Harri- 
man enjoys working on the railway 
during his vacation. From November, 
1934, until June, 1935, he was Adminis- 
trative Officer of the National Recovery 
Administration. 

We regret to record the death of Mr. 
R. J. Chalmers, M.I.M.E., M.I.E. (Aust.), 
who for nearly 15 years until his retire- 
ment in February, 1940, was Chief 
Mechanical Engineer of the Queensland 
Government Railways. He was born 
at Brighton in 1874 and served his 
apprenticeship at Glasgow with the 
North British Railway, of which line 
his elder brother, Walter, subsequently 
became the last Locomotive Super- 


Mr. R. J. Chalmers 


Chief Mechanical Engineer, 
Queensland Government Railways, 1925-1940 


intendent. Mr. R. J. Chalmers went to 
Queensland in 1901, but returned to 
England in 1904 and later went to the 
Indian State Railways. He returned to 
Queensland in 1911, and rose to be Chief 
Mechanical Engineer of the Government 
lines in 1925. 

Mr. Hugh Paton, President of the 
Shedden Forwarding Co. Ltd. and a 
Director of the Montreal Trust Com- 
pany, died in Montreal on January 28. 
Mr. Paton was born at Johnstone, Ren- 
frewshire, Scotland, on October 15, 
1852; was educated at Paisley Gram- 
mar School; and went to Canada in 
1871 to become private secretary to his 
uncle, Mr. John Shedden, at Toronto. 
Mr. Shedden, as a leading railway 
contractor, had built the Toronto & 
Nipissing Railway, the Union station at 
Toronto, and other public works. Mr. 
Sheddon was killed as a result of an 
accident on May 16, 1873, at Canning- 
ton, Ont., on the occasion of the 
ceremony of driving the last spike of 
the Temiskaming & Northern Ontario 
Kailway. Mr. Paton inherited his 
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uncle’s interests, and in the same year 
went to Montreal and entered the 
business established by his uncle under 
the name of Sheddon Co. Ltd. This 
company looked after freight transfer 
for the Grand Trunk Railway Company 
at most of the principal cities of 
Canada, with ramifications extending 
into the United States. At the age of 
27 Mr. Paton assumed full charge of the 
business on the death of the late Mr. 
Thomas Symington. 

We regret to record the death on 
February 20, of Mr. O. J. F. Thorpe, 
who for many years was Publicity 
Manager of the Westinghouse Brake & 
Saxby Signal Co. Ltd. 


Colonel Henry M. Mansbridge has 
left estate valued at £21,848. Colonel 
Mansbridge, whose death we recorded 
in our December 20 issue, was Chairman 
and a Managing Director of the Pro- 
prietors of Hay’s Wharf, and Director 
of the Hay’s Warf Cartage Co. Ltd., 
the Southern’ Railway,  Pickfords 
Limited, Channel Islands Airways 
Limited, Guernsey Airways Limited, 
and of other industrial and commercial 
companies. 

We regret to record the death on 
March 11 of Mr. Richard O’Neill, 
Financial Assistant to the General 
Manager, Great Southern Railways, 
(Eire). Mr. O'Neill, who was 55, years 
of age, joined the service of the Water- 
ford & Central Ireland Railway in 
1899 as a clerk and had considerable 
station experience when he was sent 
to the District Superintendent’s office 
at Waterford. He was later trans- 
ferred to Dublin, where he was employed 
at Kingsbridge Goods and at North 
Wall, and became subsequently Chief 
Clerk to the District Superintendent at 
Kingsbridge. In September, 1925, he 
was appointed District Superintendent 
at Kilkenny. He had been marked for 
special duties and was eventually pro- 
moted to headquarters as Secretary to 
the Advisory Committee set up for the 
purpose of carrying out the extensive 
reorganisation of the undertaking. Mr. 
O’Neill’s last appointment was as 
Financial Assistant to the General 
Manager with the postal voting scheme 
for the election of directors. 

Mr. Sigurd Ueland has been appointed 
Co-trustee & Counsel of the Duluth, 
South Shore & Atlantic Railroad, 
Minneapolis, Minn., in succession to 
Mr. James L. Homire, who has resigned. 


Mr. Theodore P. Scott, Assistant 
Secretary & Assistant Treasurer, Lehigh 
& New England Railroad, has been 
appointed Treasurer of the company as 
from January 1, in succession to Mr. 
Henry H. Pease, who will, however, 
continue as Secretary. 


Mr. M. L. Countryman, Jr., Assistant 
General Counsel, Northern Pacific Rail- 
way, has been appointed General 
Solicitor of the company, a newly- 
created position. 
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We regret to record the death of Mr, 
Thomas Beach Smith, Chief Super- 
intendent, Transportation, Rhodesia 
Railways, from 1927 to 1934. Mir. 
Beach Smith entered the office of 1 
Superintendent of the Line, Midla 
Railway (England), in 1893, and resign 
in 1901 to take up an appointment wi:h 
the Rhodesia Railways at Umtali, 
Southern Rhodesia. In 1909 he wa 
appointed District Traffic Super 
intendent at Gwelo, and subsequently 
served in this capacity at Beira a1 
Bulawayo also. Mr. Beach Smith yw 
promoted to be Traffic Manager in 1917 
and, when the Traffic and Locomotiv: 
Running Departments were amalg 
mated in 1927, he was appointed Chict 
Superintendent of Transportation ai 
carried out the reorganisation of the 
working of the line on the new basis. 





The late Mr. Thomas Beach Smith 


Chief Superintendent, Transportation, 
Rhodesia Railways, 1927-1934 


He subsequently inaugurated and super- 
vised the running of the extensive road 
motor services of the Rhodesia Rail- 
ways. When he retired in May, 1934, 
he terminated 33 years of service with 
the company, the longest attained by 
any employee. 

We regret to record the death, at the 
age of 46, of Mr. John Charles Kose, 
Chief Commercial Manager, East Indian 
Railway. 

INDIAN RAILWAY STAFF CHANGES 

Mr. H. H. Cooper has been appointed 
to officiate as Superintendent, Mechani- 
cal Workshops, N.W.R., as from Novem- 
ber 23 last. 

Mr. W. H. H. Young, Chief Operating 
Superintendent, E.I.R., has been 
granted eight months’ leave prior to 
retirement as from December 13 last. 

Rai Bahadur N. C. Ghosh, Divisional 
Superintendent, Howrah, East Indian 
Railway, has been appointed Chief 
Operating Superintendent in succession 
to Mr. W. H. H. Young. 
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TRANSPORT SERVICES AND THE WAR—82 


Inter-company freight rolling stock organisation—Travel concessions 
for Civil Defence workers, and seamen and their relatives—Heavy 
R.A.F. raids on Germany—Transport co-ordination in Germany 


Additional details are now available of the steps taken by 
the main-line railways to carry their freight rolling stock 
pooling organisations a stage further by bringing into being 
an Inter-Company Freight Rolling Stock Committee and 
Central Control. Brief particulars were given in our issues of 
February 14 (page 179) and March 14 (page 288). In peace- 
time, of course, each railway had its own organisation for 
the movement of freight rolling stock, including the supply 
of empty vehicles throughout its system. The pooling of 
ordinary railway wagons under a common user system, to 
reduce running empty trains, has also been worked successfully 
for several years. Soon after the beginning of the war a 
complete pool of certain special types of vans was introduced 





AN APPEAL TO ALL 





LONDON EMPLOYERS 





Mucu has been done to lessen the severity of the traffic 
rush hour for the London worker. Employers have played 
their part, but there is, nevertheless, room for further 
improvement. 

To-day, in most of the busy industrial areas, batches of 
workers start and leave off working at intervals of half an 
hour. The interval of half an hour is, however, a long one, 
and it still leaves peaks of high pressure with slack periods 
between. 

If some of the employers in a given area were to start 
and end their work in shifts at fifteen and forty-five minutes 
past the hour, there would be ap immediate improvement 
Soon, mth the longer tours of daylight, ‘normal’ hours 
will be restored in many works and offices. That is the time 
for this closer staggering to be put into operation. It is‘an 
opportunity that should vot be missed. 

To ensure syccess, neighbouring employers should act 
together. The Regional Area Board has undertaken to give 
advice; those wishing to consult it should communicate with 
the London and South Eastern Area Board at Brettenham 
House, Lancaster Place, W.C. 2. 

Remember, planned travel means better transport, and 
better transport means a higher output for the nation. 





LONDON TRANSPORT 





A press advertisement appeal of 
the London Passenger Transport 
Board concerning staggering of 
working hours to assist transport 


by the railways with very satisfactory results, and the 
extension of the war effort has made additional co-ordination 
desirable to deal with the movements of other classes. of 
freight rolling stock and equipment. The new inter-company 
organisation is designed to assist by co-ordinating and 
regulating the movements of freight rolling stock, including 
railway wagons and vans, sheets, ropes, and also requisitioned 
privately-owned wagons. The armament industries, supplies 
arriving in convoy from overseas, collieries, shipyards, agricul- 
ture, air raid damage repairs, and other requirements, are 
making increasing demands upon the railway rolling stock. 
The Inter-Company Freight Rolling Stock Control deals with 
the distribution of approximately 1,250,000 railway freight 
vehicles, 


Fare Concession to Civil Defence Workers 


It will be recalled that on January 30, the Minister of 
Transport, in answer to a Question by Mr. T. E. Groves 
(Stratford—Lab.), announced in the House of Commons that 
the main-line railway companies had agreed to a concession 


whereby fulltime Civil Defence workers would be able to 
obtain return tickets for a single fare and one third, and that 
details would be made known shortly. On March 14 the 
Ministry announced that the concession was to be brought 
into operation immediately. Under the arrangements full- 
time Civil Defence workers and fire watchers, when travel- 
ling between their homes and places of employment, will be 
able to obtain return tickets available for one month at the 
rate of the ordinary single fare and one third, notwithstand- 
ing that it may be less than the minimum which normally 
applies to the issue of such tickets. The arrangements do 
not apply to the services of the London Passenger Transport 
Board. Tickets will be issued on presentation of certificates 
in the approved form. Specimens of the certificates to be 
provided by the employers can be obtained on application 
to the railway company concerned. 


Ten Thousand L.M.S.R. Troop Trains 


Since the beginning of the war the L.M.S.R. has run 10,512 
special trains conveying 86,308 officers and 2,960,142 men of 
the Fighting Forces. 


Travelling Facilities for Seamen and Their Relatives 


The Minister of Shipping announced on March 10 that the 
following special travelling facilities are now available for 
officers and men of the Merchant Navy and their relatives. 


(1) Officers and men proceeding on leave 

Merchant Service personnel are able to travel on leave at half fare as often as they 
= be granted leave, and twice a year the cost is recoverable from the Ministry of 

hipping. 

(2) Visits of near relatives to officers and men 

Arrangements have been made with the Railway Executive Committee under which, 
for the duration of the war, the wife of an officer or seaman and dependent children 
accompanying her may travel to visit the seaman at any place in the United Kingdom 
or Ireland at fares as under :-— 


Single journeys Return journeys 


Wives one gee Half ordinary fare Ordinary single fare 
Dependent children— 
Under 3 years ... one ee ies 


.. Free 
3 years to I4 years Quarter ordinarysingle Half ordinary single 


fare 
14 yearsto I6 years ... ... Half ordinary single Ordinary single fare 


are 
(3) Officers and men dangerously ill in hospital (from whatever cause) at a distance from 
their homes. Free travel for relatives 
If unable to afford the fare to visit the officer or seaman, relatives may, on production 
of the telegram from the hospital notifying that the officer or seaman is dangerously 
ill, obtain from the local police station a warrant enabling them to obtain not more than 
two return tickets for the journey. 
(4) Reduced fare facilities for near relatives to visit officers or men in hospital as a result 
of enemy action 
By arrangement with the Railway Executive Committee, the War Organisation of the 
British Red Cross Society & the Order of St. John of Jerusalem, issues railway concession 
vouchers to two near relatives (wives, parents, children, brothers, and sisters) enabling 
them to travel at the cost of a single third class fare for the return journey. The War 
Organisation desires that, when a long journey is involved, these arrangements should 
be used only in cases of urgency, in view of possible difficulties of accommodation. 
Concession vouchers are not issued to the same family more often than once a fortnight 
unless more frequent visits are recommended by the hospital. The concession 
vouchers are obtainable from the War Organisation of the British Red Cross Society 
and Order of St. John (Wounded Missing and Relatives Department), 7, Belgrave 
Square, London, S.W.1, or from local county officials of the organisation. 


Reference to certain of these concessions was made at page 50 
of our January 10 issue. 


Heavy R.A.F. Raids on Germany 


From soon after nightfall on March 12 until only an hour 
or so before dawn, what was officially described as a formid- 
able striking force of aircraft of the Bomber Command 
attacked Berlin, Hamburg, and Bremen. The three attacks 
made the heaviest blow which the Bomber Command had yet 
struck against Germany, and this was generally regarded as 
the beginning of our spring offensive. The first of our 
bombers reached Berlin at about 11.30 p.m. and the attacks 
lasted for several hours. Our crews were able to pick out 
the railways, streets, and lakes around the city almost as if 
they had been flying in daytime; it is stated that they could 
see easily for 50 miles. One pilot attacking a railway junc- 
tion saw his incendiaries hit the track and soon afterwards 
there was a tremendous explosion followed by small explo- 
sions for 15 min. The fires in Berlin were large and numerous, 
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especially in the neighbourhood of the railway yards. At 
Hamburg the particular targets were the shipbuilding and 
railway yards near the docks. 

On pO aes nights the ports and railway yards in 
north-west Germany were subjected to further attacks, and 
Diisseldorf has been bombed very heavily. 


German Train Services 


In an interview with Die Zeit, Dr. Dorpmiiller, the German 
Minister of Transport, stated recently that, in order to save 

w materials for use in armaments, no new passenger Carriages 
were bought for the railways last year, and for the time being 
rolling stock would be insufficient to meet the steadily increas- 
ing demand. Railway passenger traffic might have to be 
curtailed still further, he added. 

The German State Railway recently repeated its injunction 
to passengers to avoid all unnecessary travel between April 10 
and 16, the Easter period. The broadcast stated that it 
would not be possible to travel by express trains from certain 
large German stations without the possession of a permit ; 
permits would be issued by the booking offices at the railway 
stations in accordance with Government instructions. 


Transport Co-ordination in Germany 

The new organisation set up in Germany under an Order 
f the German Minister of Transport of September 20, 1940, 
was briefly outlined in THE RatLway Gazette of January 24, 
it page 101. Considerable interest in the arrangements has 
been expressed in many quarters, and we have now secured 
further particulars of the organisation which was created with 
the object of securing the best possible co-ordination of rail, 
vater, and road transport in both war and peace. For this 
purpose one central, three regional, and several divisional 
committees were set up, each consisting of a small number of 
members under the chairmanship of a Fiihrer (leader). Their 
main duties are to devise general rules and regulations for 
the transport of goods by the most suitable means of transport 
ind routes, and to ensure the correct application of measures 


irdered. It is stipulated that the committees have no further 
executive powers; management and operating of all trans- 


port services are left entirely in the hands of the transport 
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Order of September 20, 1940, establishing the scheme, are as 
follow :— 

The Central Transport Office at the Transport Ministry 
consists of the chiefs of the Ministry’s sections concerned under 
the chairmanship of the Minister or Under-Secretary. 

The bodies set up for the larger parts of the Reich will be 
Regional Transport Committees under a leader appointed 
by the Minister 

The leader of each committee will be assisted by local or 
professional representatives of the rail, road, and water trans- 
port interests. Each committee is responsible for the applica- 
tion of the regulations issued by the Minister or by the Central 
Transport Office, and for the proper participation of all means 
of transport. 

The bodies set up for the smaller areas will be Divisional 
Transport Committees, under a leader, assisted by a repre- 
sentative of the railways and the road transport interests, 
and where required a representative of inland and ocean 
shipping interests, appointed by the Minister. The divisional 
offices are responsible for the participation of all means of 
transport in their division. 

The Regional Office supplies the divisional offices with 
directions for the proper functioning of transport co-ordina- 
tion ; the divisional offices draw up the rules and regulations 
for their own area. 

The members of the committees are not under the orders of 
the leader ; they work as equal partners. In cases of differ- 
ences of opinion the leader is empowered to give a decision. 
In cases of principles being involved the Minister must be 
called in. 

Participation of experts is to be decided by the leader. 

The creation of these transport offices does not affect the 
position of the management of the transport undertakings. 
The Transport Offices are not executive services. 

Leaders and members will be appointed or dismissed by 
the Minister, 

The presidents of the two railway administrations at Berlin 
and Munich were, in the first instance, called upon to organise 
the new departments. Under their supervision the east, 
south, and west regional offices were brought into operation 
in November, 1940. By a new order of the Minister the further 
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The railways of Berlin, as modified by developments since the cutbreak of the war. 
German State Railway lines (mainly electrified) are known as the S-Bahn (Stadt, Ring 


The suburban services on the 


& Vorcrtbahnen), and the 


Municipal underground electric railway as the U-Bahn 
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offices, and at the same time instructions were given them 
that the duty of the committees would be concerned primarily 
with the routeing of all freight, the specification of the means 
of transport to be used, and the routes to be followed, including 
the right to divert from one to another route traffic already 
in transit. Consultation of all interested parties was obli- 
eatory, and the army, of course, had first rights. 

The East Region, with headquarters in Berlin, is under a 
leader, E, Emrich, a high Transport Ministry official, and 
three members taken from the railways, the Ministry of 
fransport, and a _ provincial government road _ transport 
official ; the West Region, at Essen, has a leader, Dr. Sarter, 
and four members, including an official called from the 
Ministry of Transport sea shipping department; the South 
Region, at Munich, has as leader W. Emrich, and three members 
like the East Region 

[he divisional offices began operation towards the end of 
1940; they were established at the Reichsbahn divisional 
headquarters, and the Reichsbahn Manager (Direktor) was 
appointed leader. It was explained that this appointment was 
not to be considered as giving the railways a privileged posi- 
tion ; it was the quickest and simplest way to set the scheme 
into operation, and in future the leaders would be selected 
from all transport quarters, 

\ curious feature in the scheme is that the leaders of the 
livisional offices are directly responsible to the Minister and 
the Central Office, and not through the regional leaders. A 
list of members of the various offices shows them to have been 
chosen from the Ministry of Transport, Local Government 
departments, and the railways; only one civilian name, an 
nland shipping company manager, appears on the board of 
the Cologne Division. Eight divisions have only railway and 
road transport members, viz., Munich, Nuremberg, Augsburg, 
Villach, Erfurt, Halle, Kassel, and Wuppertal; five have 
four members, railway, road, inland shipping, and ocean 
shipping representatives, Hamburg, Hanover (including the 
port of Bremen), Miinster (port of Emden), Schwerin (port of 
Liibeck), and KGnigsberg. The others have three members, 
one of which is an inland waterway representative. They are 
Berlin, Essen, Cologne, Mainz, Frankfort-on-Main, Stutt- 
gart, Saarbrucken, Karlsruhe, Regensburg, Linz, Vienna, 
Dresden, Breslau, Oppeln, Posen, Frankfort-on-Oder, and 
Danzig. Danzig has inland and sea shipping combined in 
one member supervising both departments. 

The scheme was in operation by the beginning of this year, 
but no news has as yet been received as to how it works in 
practice. Before the establishment of the organisation, the 
transport chiefs of the Army general staff exercised exactly 
the same control, and its instructions included frequent con- 
sultations with the Government departments of Transport, 
Food & Agriculture, Forests, and Labour, as well as the 
armaments and economic sections of the supreme army 
command 


Railway Developments in Belgium 

The Belgian railways were in working order again during 
January, with the exception of a few local lines east of the 
Meuse. One of the last of the main lines to be brought into 
operation was the Liége-Herbesthal section. Since January, 
Belgian prisoners of war, gradually released by the Germans, 
arrived at Liége instead of at Esschen, whence they were brought 
via the Netherlands railways. The main line through Liége 
is not fully repaired, and through trains use the parallel routes 
via Maastricht and via Vise to Aachen. 

During the periods of severe frost in the early weeks of this 
vear several hastily-repaired bridge structures were out of 
order once again for various periods. Repairs to waterways 
were also held up by the frost ; the Brussels—Louvain canal 
was still closed in February, and the Brussels—Charleroi canal 
was open only to vessels of 60 tons and under. 

The Belgian National Railways report an operating deficit 
of over 600 million francs (£4 million at the pre-war rate of 
exchange) for the year 1940. 

Work on the Nord-Midi loop line in Brussels, which was 
stopped by order of the German occupation authorities 
immediately after the invasion last year, has now been resumed, 
also by German orders ; 600 workmen have been engaged to 
continue the construction, which is in an advanced state. 
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Train Services in France 

Neutral passengers travelling on the main lines in unoccupi: 
France have recently made reference to the unusually lars 
numbers of goods trains seen proceeding heavily laden fro1 
unoccupied to occupied France, usually along the li: 
Marseilles—Lyons—Paris. 

The Germans have announced in a news bulletin in Engli 
that, from March 1, the restrictions on communications wit 
occupied France have been ‘‘ much eased.”’ 

French rolling stock is stated to have been seen in Bulgari 

The Paris international trade fair is to be held as usual t] 
year from May 17 to June 2 in the exhibition park at tl! 
Porte de Versailles, it has been officially announced in Par 


Balkan Train Services 

The regular train service between Greece and Jugoslavi 
has been suspended ever since the invasion of Greece | 
Italy on October 28 last, according to the United Stat 
Bureau of Foreign & Domestic Commerce. From this sour¢ 
we learn that no freight has passed between the two countric 
and that very few passengers have crossed the frontier. Thos 
who have done so have been compelled to traverse on foot a 
distance of approximately half a mile between the Gree! 
frontier station of Idomeni and the Jugoslav frontier statior 
of Ghevgheli (Devdelija). At irregular intervals a special 
train, carrying mail only, has been operated between the tw 
countries, but passengers have been rigidly excluded. It 
was recently reported that negotiations were pending for th: 
operation of one local train at least every two days to carry 
mail until normal communication could be re-established, but 
in view of the difficult position in which Jugoslavia finds itself 
at the present time, as the result of Axis pressure, it is unlikely 
that anything approaching regular facilities will be introduced 
in the near future. 

Through rail traffic between Jugoslavia, Bulgaria, and 
Turkey is understood to have been maintained until nearly 
the end of February, and the Balkan portions of the Simplon 
Orient express are believed to have been worked regularly 
with stock of the International Sleeping Car Company. At 
the time of acute Axis pressure on Bulgaria the Nish-Istanbul 
section was suspended and frontier traffic between Jugoslavia 
and Bulgaria between Tsaribrod and Dragoman was confined 
to local trains upon which passengers were subjected to rigid 
inspection. It is not known whether through traffic between 
Belgrade and Sofia has since been resumed. The frontier 
between Bulgaria and Turkey is virtually closed and it is 
understood that no trains have been passing across the 
frontier stations of Svilengrade (in Bulgaria) and Dikea (in 
Greece) since March 13. It will be recalled that there is no 
direct rail connection between Bulgaria and Turkey, as the 
main-line from Sofia to Istanbul traverses short sections of 
Greek territory before finally entering Turkey near Maritza. 

Agreement on the regulation of trade exchanges between 
Italy and Jugoslavia, the increased use of railways (in view 
of the diminution of sea traffic), and the facilitation of pay- 
ments, has been reached by an Italo-Jugoslav trade committee 
meeting in Rome, according to a Reuters report dated March 
16. The two countries, it is stated, plan to ‘‘ accentuate the 
rhythm of development ’’ that Italo-Jugoslav trade exchanges 
assumed after 1937. 


Norwegian Train Services 

Because of numerous railway accidents in Norway last 
month, which the German occupation authorities attribute 
to sabotage, the number of trains has been reduced drastically 
according to press messages reaching Stockholm from Oslo. 
The new timetable introduced on March 16 provides for only 
three trains a week in each direction on the main line between 
Oslo and Bergen. 

A journey from Oslo to Mosjéen, which normally takes 18 
hours, recently took nearly three days, states the Stockholm 
correspondent of A.F.I. (Independent French Agency), 
quoting the Oslo Morgenposten. The train from Olso to Trond- 
heim is said to have stopped for 24 hr. at a little station because 
of unexplained damage to the track. It arrived 6 hr. late at 
Trondheim, missing the connection for Mosjéen. The passengers 
had to wait for a boat leaving the next evening, as trains did 
not run every day. 
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GREAT WESTERN 


Tributes to late Lord Horne 
agreement with 


Government—Completion 
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RAILWAY COMPANY 


‘Sir James Milne’s election to board— Financial 


deferred— Advances in 


charges — 


Operating criticisms answered —Reason for curtailed facilities —Loss of coal exports 


Che annual general meeting of the Great Western Railway 
Company was held at Paddington station, London, W.2, on 
March 12. Mr. Charles J. Hambro, Chairman of the com- 
pany, presided. 

The Secretary, Mr. F. R. E. 
otice convening the meeting, 

The Chairman said: My Lords, ladies and gentlemen, since 

» met a year ago we have sustained a grievous loss by the 
eath of Viscount Horne, which occurred with tragic sudden- 
1ess in September last. His reputation—which was world- 
wide—coupled with his brilliant abilities, profound experience 
nd outstanding personality, made him invaluable in the 
position which he occupied as Chairman of this company, 
ind we have been deprived of his leadership at a critical 
time when his guidance would have been of incalculable 
help in connection with the problems which confront us. 
During the comparatively short period of seven years for 
vhich he presided over our affairs, his enthusiasm and keen- 
ness were an inspiration to us all and his sterling qualities 
will long be remembered by those who were associated with 
him in the administration of this company. Several pro- 
prietors have expressed a desire to record their sense of the 
great loss to the company of Viscount Horne’s services, and 
[ understand that Mr. W. J. Stevens wishes to propose a 
formal resolution to this effect. I would suggest that this is 

convenient opportunity for him to do so. 


Davis, having read the 


Stockholders’ Tribute 


Mr. W. J. Stevens: I beg to move the following resolu- 
tion: The proprietors of the Great Western Railway 


assembled at Paddington on March 12, 1941, unanimously 
desire to place on record their sense of the great loss sustained 
by the undertaking through the death of Viscount Horne, 
for nearly eighteen years a director of the company and for 
nearly seven years past the Chairman of the company, and 
they wish to convey their sympathy to Viscount Horne’s 
relatives in their bereavement. 

The meeting stood while the resolution was carried. The 
Chairman then continued :— 

When my colleagues on the board did me the honour of 
inviting me to succeed Lord Horne I fully realised the 
implications of the task involved in following in the steps 
of my distinguished predecessors, Lord Horne and Lord 
Churchill. Natural feelings of trepidation in responding to 
their wishes were largely allayed by the knowledge that I 
could count on the loyal and able support of the other 
members of the board and of the officials and staff of the 
company, whose manifestations of good will have touched 
me very deeply. I trust I can rely on the indulgence of the 
proprietors in the days that lie ahead. 

The responsibilities of the Chairman of a large corporation 
like the Great Western Company with its varied activities 
are harassing enough at any time, but when abnormal con- 
ditions exist, as is now the case, I felt that, concurrently 
with my election as Chairman, it would be of great advan- 
tage in many directions if Sir James Milne became a member 
of the board, whilst retaining his position as General 
Manager. 

Your board have for some time felt that the obsolete 
prohibition against an official of the company acting at the 
same time as a member of the board of directors should be 
removed. They therefore accepted my suggestion as a 
welcome opportunity of establishing the precedent. It has 
become a common practice in large commercial concerns 
that the board of directors should include whole-time officers 
of the company, and I think all stockholders will agree that 
the ideal constitution for a board such as ours with the 
variety of matters which come under its jurisdiction is a 


_combination of businessmen with a wide knowledge of affairs 


and proprietors of standing in close touch with local interests 
in the territories served by our system. Sir James Milne— 
as a businessman—who has devoted his whole career to our 
particular activities and has knowledge of the needs of the 
various districts appears therefore to be especially suitable. 
Moreover, in military parlance it also makes it possible for 
the most humble drummer boy to carry a Field Marshal’s 
baton in his knapsack and rise to the highest position in 
the undertaking which he serves. It was with this object 
in mind, coupled with the fact that Sir James Milne’s 
leadership during the past 12 years and his practical experi- 
ence in the conduct of the company’s affairs made him all 
the more eligible, that the board was prompted to ofter him 
the vacancy created by the death of Lord Horne, and from 
my own point of view, having been asked to take the late 
Chairman’s place, I felt that this step would not only 
facilitate my task but would be of inestimable advantage in 
connection with our administration. 


Sir James Milne and R.E.C. 

At the time the offer was made it was hoped that Sir 
James’ appointment could have been facilitated by a Minis- 
terial Order pending the passing by Parliament of the Bill 
which your Directors decided to promote to give effect to 
their policy, but as this was found impossible, Sir James 
cannot take his seat until the Bill which you will, I hope, 
sanction at the Wharncliffe meeting to follow shortly, is 
ultimately approved by Parliament. Since Sir James’ accept- 
ance of the offer made to him, another difficulty has arisen 
because the Minister of Transport, while sympathising with 
the policy of the board, has intimated that he cannot see his 
way to accept a director of the railway company as a 
member of the Railway Executive Committee appointed by 
the Minister to act on his behalf in connection with the 
control of the railways by H.M. Government. At the same 
time he has intimated his wish that Sir James should 
remain a member of the Railway Executive Committee. I 
informed Sir James of the position and he has advised me 
that in present circumstances he feels that as soon as his elec- 
tion is ratified he will have to resign his seat in deference to 
the Minister’s wishes, and I have assured him that we will 
keep his seat vacant in the hope that he will be able to fill it in 
happier times. This step, I trust, meets with your approval. 

The board has also lost the services of two more valuable 
members. I refer to The Rt. Hon. Lord Portal, M.V.O., 
D.S.O., and Mr. Harold Macmillan, M.P., both of whom 
resigned on taking up important Ministerial positions in 
H.M. Government. These gentlemen were very active in 
furthering the company’s interests whilst they were asso- 
ciated with us, and we are particularly grateful to Lord 
Portal for the highly successful results which he achieved 
in his efforts on behalf of the depressed areas in South Wales 
and elsewhere, which are now proving to be of national 
benefit. It is sincerely hoped that on the completion of their 
present tasks we shall again have the benefit of their experi- 
ence and judgment in our counsels. 


Chief Officer Changes 

Two of our Chief Officers—Mr. A. G. Hubbard, the com- 
pany’s Legal Adviser, and Mr. F. R. Potter, the Superin- 
tendent of the Line—retired during the past year. Both of 
them served the company faithfully and zealously for many 
years and they carry with them our best wishes and grateful 
thanks in their well-earned retirement. Mr. C. HH. 
Whitelegge, the Assistant Solicitor and Parliamentary Agent, 
has succeeded Mr. Hubbard as the company’s Solicitor, and 
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Mr. Gilbert Matthews, formerly Assistant Superintendent of 
the Line, has been appointed Superintendent of the Line. 

You will recollect that at the last annual meeting the 
late Chairman gave you a detailed account of the negotia- 
tions with H.M. Government in connection with the terms of 
compensation to govern the control of the Railways by the 
Minister of Transport, which culminated in the financial 
arrangements outlined in the White Paper (Cmd. 6168) issued 
by the Government on February 7 last year. The White 
Paper dealt with the arrangement in general terms only, and 
the many important details which remained to be settled 
have since been agreed and there is now in draft before 
the parties a formal document embodying the arrangements. 
One of its principal provisions is that the total amount for 
restoring war damage which may be charged to pooled 
revenue expenditure through the control account shall be 
limited to £10 million in any one year, and if the expen- 
diture should exceed this amount any excess falls to be borne 
by the railway companies and the London Passenger Trans- 
port Board, subject to any general compensation which the 
Government may ultimately agree to pay in respect of war 
damage throughout the country. The expenditure charge- 
able to the pool account is to be spread equally over 13 four- 
weekly periods, commencing with the four-weekly period in 
which the damage was sustained. 


Completion of Agreement Deferred 


The completion of the agreement has had to be deferred in 
consequence of the introduction in the House of Commons 
in December last of the War Damage Bill. This, as you 
probably know, deals on a national basis with the payment 
of compensation for war damage, and H.M. Government have 
intimated that the measure must necessarily entail some 
modification of the railway agreement. Although no alter- 
native proposals have yet been made to the main-line com- 
panies and the transport board, we recognise that the 
decision of the Government to deal with war damage on a 
national footing may be considered a major cause which 
entitles it to propose some revision of the agreement in 
pursuance of the reservation referred to in the White Paper 
and embodied in the agreement. The Minister of Transport 
has therefore been informed that the railway companies and 
the transport board are willing to negotiate a revision on 
the understanding that the controlled undertakings will not 
be placed in a more unfavourable position than under the 
present arrangement. With the Minister’s assent the financial 
accounts for the year ended December 31 last were closed on 
the basis of the current agreement. 

It would not be in the national interest for me to state 
the extent of the damage suffered by the controlled under- 
takings through enemy action in the year under review, or 
to indicate the amount which has been charged under this 
head through the control account. 

You will recollect that the White Paper provided that 
charges should be adjusted to meet variations in working 
costs and other conditions due to the war. Therefore new 
machinery was agreed with the Minister of Transport and the 
following is a brief summary of it:— 

(1) The jurisdiction of the Railway Rates Tribunal in 
regard to the general level of charges is suspended 
during the period of control, and instead the Minister 
has undertaken to adjust charges to meet variations 
in working costs and other conditions arising from the 
war. The jurisdiction of the rates tribunal in other 
matters continues. 

(2) The Railway Executive Committee is to estimate 
quarterly the variations in working costs and other 
conditions, etc., and is to submit its estimates to the 
Minister. If the Railway Executive Committee con- 
siders that the sum involved is sufficient to justify an 
increase in charges, it must submit to the Minister 
its proposals for such increase. 

(3) The Minister will then examine both the estimates and 
proposals and, unless he thinks it to be unnecessary, 
he is to seek the advice of a consultative committee 
as to the increase to be made to adjust the charges 
in accordance with the agreement with the Minister. 
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(4) If the Minister decides to refer the matter to the con- 
sultative committee it is to be informed of the sum 
to be raised and of the proposals of the Railway 
Executive Committee, and it is to advise the Minister 
what is, in its opinion, the best method of increasing 
charges to produce the requisite sum. The consulta 
tive committee is not to hold an enquiry unless the 
Minister so indicates. 

After considering all the circumstances, including the 
advice of the consultative committee if the matter has 
been referred to it, the Minister is, by Order, to 
authorise such increase as is appropriate to adjust 
charges accordingly. 


ul 


Increased Charges 

As the result of the operation of this machinery, twe 
Orders were made by the Minister on April 17, 1940, and on 
November 23, 1940, authorising increases first up to 10 per 
cent. and later, with certain exceptions, a further 6% per 
cent. These increases took effect from May 1 and Decem- 
ber 1 last respectively. As there has been a good deal of 
misconception in the minds of some of the public as to th: 
procedure by which charges are to be modified, I would 
like to emphasise that under the agreement the responsibility 
for adjusting charges to meet the contingencies already men- 
tioned rests solely with the Minister of Transport and not 
with the boards of the railway companies. It is only in its 
capacity as the Minister’s agents that the Railway Executive 
Committee has the duty of making quarterly estimates of 
the variations in costs, and of formulating proposals for 
modifications in charges. The railway companies themselves 
have not made any application for an increase in charges 
since the war, nor would it be competent for them to so do. 
This was made clear at the last hearing before the con 
sultative committee. 

I think I ought to mention that, although it was the 
understanding with the Government that charges would be 
adjusted promptly to meet increased costs, the Orders so far 
made by the Minister have failed to bridge the gap, and 
there is at the present time a substantial lag which still 
remains to be made good. The estimate on which the last 
increase in charges was based did not include any pro- 
vision in respect of the cost of meeting war damage, and 
apart from this there has since been a substantial increase 
in other costs. As, however, new proposals for the adjust- 
ment of charges have been before the Minister for some time 
and the whole question of war damage is to be the subject of 
further discussion, I think it would be inappropriate for me 
to say more at present. 

The accounts for the year are in the abbreviated form 
similar to that which was approved by the Minister of Trans- 
port in respect of the year 1939. 


Estimated Net Revenue 


The estimated net revenue of the whole of the controlled 
undertakings for the year 1940 is shown in the White Paper 
issued by the Minister of Transport as £42,763,000 but from 
this must be deducted £348,000 payable to certain small lines 
who do not participate in any excess net revenue above the 
minimum guarantee. This leaves £42,415,000, of which our 
share, including joint lines, is £6,588,023, or 15-53 per cent. 
Allowing for other transactions not coming within the scope 
of the 1940 net revenue pool, the total net revenue for the 
vear is £6,793,987, an increase of £186,663 as compared with 
the year 1939. After adding the balance of £202,099 brought 
in from the previous year and providing for interest on 
loans and debenture stocks and the dividends on the pre- 
ordinary stocks, there remains a balance of £2,006,318 avail- 
able for dividend on the consolidated ordinary stock. The 
interim dividend of £1 10s. per cent. which was paid on 
the ordinary stock for the half-year ended June 30, 1940, 
absorbed £643,946, leaving a balance available of £1,362,372. 
This enables the board to recommend for your confirmation a 
dividend of £2 10s. per cent. for the half-year ended Decem- 
ber 31, making £4 per cent. for the year. The balance carried 
forward is £289,129, an increase of £87,030. 

The only other items in the accounts upon which I need 
comment are our investments in British Government securi- 
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ties which—so far as they are irredeemable—have been 
included at cost or market value, whichever is lower. 
Redeemable stocks of this nature are retained in the balance 
sheet at cost, although the market value at December 31 last 
was slightly below cost. As the redemption values are much 
in excess of cost and it is probable that the securities will 
© held to maturity we do not consider it necessary to write 
down the book figures. The contingency fund has been 
increased by £865,971 and now stands at £3,828,938, as we 
have been able to transfer to it reserves earmarked for other 
purposes but which can now be released. That we have been 
ible to adopt this course is a matter for satisfaction as the 
trengthening of the contingency fund in abnormal times 
like the present is obviously a prudent measure. The out- 
standing traffic accounts have increased from £3,860,356 to 
£7,108,370. This figure is necessarily larger owing to the 
ncrease in our business but has been exceptionally swollen 
by reason of large outstandings in respect of traffic con- 
veyed for Government departments. There are also con- 
siderable sums outstanding for demurrage and other charges 
raised under the regulations approved by the Minister of 
[ransport which became operative from March 1, 1940. 


Loss of Staff to Services 


I cannot speak too highly of the magnificent way in which 
ill grades of the staff have carried out their duties under the 
trying conditions of the past year. At the present time some 
8,600 of our employees are serving with His Majesty’s Forces 
ind we realise that further calls on our manpower are inevit- 
ible I regret this necessity as the loss of trained staff at a 
time when we are facing demands far in excess of those 
normally experienced must have an adverse effect on the 
efficiency of our operations. There is no more loyal body of 
men in the country than railwaymen and they recognised 
from the very beginning that they had a public duty to per- 
form, and the zeal and determination which they have 
displayed in maintaining services and carrying out repairs 
during air-raid Alerts, and even while air-raids were actually 
in progress, are worthy of the highest praise. I have been 
very gratified at the large number of our employees who have 
enrolled in our Air Raid Precautions, First Aid and Fire- 
fighting services. In all, no less than 20,000 men and women 
have been trained for these duties, and if we add those 
serving with the Forces and the Home Guard the total num- 
ber engaged in these branches of National Service is approxi 
mately 42 per cent. of the total staff. I regret to say that 
during the past year our casualties, including air-raid victims, 
have been 155 killed, or reported missing, 224 injured and 
50 prisoners of war. 

A number of outstanding acts of courage stand to the 
credit of our men, many of whom have already received 
military and civil decorations for bravery, including one 
George Cross, three Distinguished Service Crosses, one Distin- 
guished Service Medal, five George Medals, and five British 
Empire Medals, while two of the staff have been officially 
commended as a result of recommendations put forward by 
civic authorities in respect of acts of gallantry performed off 
the company’s premises. Apart, however, from these awards 
which only cover a few of the instances brought to our 
notice, I have reason to think there have been many other 
cases of heroism by members of the company’s staff, in 
regard to which we have been unable to obtain complete 
particulars owing to reluctance on their part to reveal 
meritorious acts. 


Services after Dunkirk 

The epic story of the Dunkirk evacuation will live long 
in our history, and it may interest you to know that many 
of the troops who arrived back on our shores were con- 
veyed to their ultimate destination over the Great Western 
system in the short period of nine days, a feat for which 
we received the thanks of the Secretary of State for War 
ind the Minister of Transport. Most of our larger vessels 
on requisition to H.M. Government assisted in the heroic 
work from the beaches of Dunkirk, and it was in recognition 
of the magnificent services so rendered that Naval decora- 
tions were awarded to some of our officers and men who 
manned the ships during these operations and earned warm 
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approbation from the Admiralty for the valour which they 
displayed. 


Criticisms of Operating 

I have been seriously concerned at the criticisms which 
from time to time have been directed against the railways 
in regard to the working of both passenger and freight trains. 
I am not referring to constructive criticism, which we all 
welcome, nor to specific complaints made to the companies 
by passengers and traders which, I am glad to say, are far 
less numerous than might be expected. What I have in mind 
are public criticisms designed to create the impression that 
the railways are inefficient and that the only remedy is 
nationalisation or some other form of public control. Whatever 
views one may hold on this question, this is not the time to 
waste the energies of those responsible for running the 
machine by an academic discussion of the merits or demerits 
of alternative policies which might be adopted at some future 
date. The railways are a vital cog in the war machine and 
it would be very unfortunate if, for example, new schemes 
urgently required for the working of wartime traffic, were 
held up merely to ensure that they conformed to some par- 
ticular standard, or if methods of working adopted by indi- 
vidual companies and functioning satisfactorily are to be 
altered for the sake of uniformity under some new form of 
organisation which critics and others desire to advocate. It 
would not be in the national interest to give any details 
of the work which the railways are performing at the present 
time or of the difficulties which they have to face. I have, 
however, no hesitation in saying that if we could publish 
the information which is now being compiled in regard to the 
part which this company is playing in this war it would 
dispose of any criticism of our efficiency. 

As you are aware the Minister of Transport assumed con- 
trol of the railways on the outbreak of war, and it is a 
matter of satisfaction to us to know that although we have 
recently passed through several years of acute trade depres- 
sion, our efforts to maintain the track, rolling stock, and 
equipment in a high state of efficiency were never relaxed. 
I do not think it is generally appreciated what an enormous 
benefit it has been to the country that the railways were 
in such a magnificent condition when we entered the war. 
In present circumstances, the responsibility for the direc- 
tion of railway operation rests with the Minister of Trans- 
port, and we have to act in accordance with directions 
received from the Railway Executive Committee acting as 
his agent. In giving these directions the paramount con- 
sideration must be the national requirements. It is obvious 
that the needs of the fighting services must receive the first 
priority, and the very large volume of traffic which has 
already been conveyed in connection with the provision of 
equipment and munitions transcends anything we had ever 
contemplated. At the same time priority has also had to be 
given to large scale evacuation of civilians from many towns, 
and the redistribution of the population has in itself created 
new transport problems. 


Difficulties Facing the Lines 


The increased volume of traffic which the railways have 
carried does not afford any true indication of the work per- 
formed by the railways or the extent of the difficulties with 
which we have had to contend. The transport requirements 
under war conditions are, in fact, totally different from those 
for which we normally cater. The flow of the traffic has 
completely changed and the average distance over which it 
has to be conveyed is very much greater. New factories 
and stores have sprung up all over the country, regardless 
of transport difficulties which might arise; imports usually 
dealt with at one port are now being dealt with at other 
ports, and a large volume of traffic formerly carried coast- 
wise and by road has been diverted to rail. It is not sur- 
prising in these circumstances that the facilities available 
over some of our routes should have been found inadequate 
to meet the abnormal demands of wartime. Steps have, of 
course, been taken to anticipate new situations arising from 
altered conditions, but in the absence of data from Govern- 
ment departments as to their probable requirements which 
in wartime cannot readily be forecast it is not possible to 
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plan ahead with any degree of certainty. Inc reased accom- 
modation cannot be provided at short notice, and in some 
cases the character of the work and the difficulty in obtaining 
the necessary labour and materials precludes the possibility 
of giving the facilities within a reasonable time. Our diffi- 
culties have been further accentuated by restricted lighting; 
by having to run trains at reduced speeds during “‘ alert ’’ 
periods, and by dislocation of working caused by enemy 
action which, of course, affects operating efficiency and has 
repercussions on the traffic position in districts far remote 
from those in which the damage has actually occurred. 


Reason for Curtailed Facilities 

[ frankly admit that we are unable to offer our pas- 
sengers facilities which are in any way comparable with those 
which they enjoyed before the war, nor can we always meet 
all the demands of traders. This, however, is not due to 
inefficiency on the part of the railway companies. In normal 
times passenger trains are given precedence over freight 
trains, whereas today these trains frequently have to be 
delaved and sometimes even cancelled to make way for 
Government and freight requirements; thus an added burden 
is thrown on the trains still running, some of which are 
frequently too long and overloaded, necessitating their being 
drawn up twice at the stations at which they call. In war- 
time public needs must take second place in railway working 
and while I regret that punctual services cannot be expected 
I have no hesitation in saying that if I were permitted to 
give you some particulars of the daily calls made upon us 
in connection with the movement of troops and supplies, you 
would realise that considerable interference with passenger 
services is inevitable. 


Household Coal Shortage 


Frequent complaints have been made about the shortage of 
household coal, and our railway in particular has been 
strongly criticised because we have been unable in many 
cases to accept coal offered by a colliery and wanted by a 
customer. This is partly due to the fact that household coal 
has generally not been included in the list of traffics to which 
we have to afford priority, but mainly because our line facili- 
ties over certain routes, although ample under peacetime 
conditions, are inadequate for the vastly increased traffic 
which now has to be carried. In peacetime a very large 
quantity of the coal used in this country for domestic pur- 
poses is conveyed by sea, and whilst we all appreciate the 
magnificent services rendered by our seamen, we also realise 
that under war conditions coastwise services must be cur 
tailed. It is this curtailment which is the main cause of 
the present shortage of coal and it is unfair in such circum- 
stances to blame the railways for their inability to carry the 
additional coal required to make good the deficiency. On the 
contrary, the railways are entitled to claim great credit for 
carrying many millions of additional tons of coal per annum 
to inland destinations, entailing long hauls over different 
routes already heavily loaded. 

Decline in Coal Exports 

Another situation which we especially have had to face, 
results from the sudden cessation of coal exports to France, 
Italy, and other foreign markets. The natural sequel has 
been that the coal owners in South Wales have been forced 
to try and find a home market for their surplus coal in order 
to keep their collieries going. I was glad to see the recent 
statement made by the Parliamentary Secretary to the 
Mines Department ‘‘ that the supply of coal from South 
Wales to inland markets especially in England is consider- 
ably more than it was ever in peacetime.’’ The effect of 
this, however, is that instead of the coal having to be con- 
veyed a comparatively short distance from pit to port, it has 
to be carried over entirely different routes already heavily 
occupied and over much longer distances, and for these 
reasons we have found great difficulty in meeting the 
requirements. 

The greater demand for man-power which the Govern- 
ment has recently announced is necessary for the successful 
prosecution of the war effort, will not, as I have said, ease 
our difficulties, but we shall face that situation as we have 
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already done many others, with a firm determination to do 
our best, and I am confident we shall have the loyal and 
whole-hearted co-operation of all our staff who are left, in 
meeting the further demands which will be made upon us. |] 
will now formally move the resolution, and if any pr 

prietors wish to ask questions I shall be pleased to answe1 
to the best of my ability and so far as I am permitted by wai 
emergency legislation. 

I now move ‘‘ That the report of the directors and stat 
ment of accounts for the year ended December 31, 1940, b 
adopted.”’ 

The Deputy Chairman (The Rt. Hon. Lord Palme 
seconded the motion. 

The Chairman: If any stockholder wishes to ask any 
questions, will he please do so now. 


Remarks by Stockholders 

Councillor Wilson criticised the powers being sought by 
the company to enable Sir James Milne’s appointment as 
Director to be made effective and contended that if section 
of the Companies Clauses (Consolidation) Act of 1845 wer 
to be repealed they should be repealed entirely and not for 
one particular corporate body, otherwise the directors would 
be put into a position in which their interests and their 
duty might be in direct conflict. 

He also urged the company to look further into the posi 
tion of road hauliers as common carriers and argued that, 
as the Act of the year one of William IV, section 68, had 
never been repealed, the stage coach and the wagon and 
haulage contractors plying for hire on the King’s highway 
were still common carriers. He thought the directors ought 
to be strong enough to stand up and fight for the rights and 
privileges of the stockholders who are at least entitled to 
the same dividend as those people who have invested their 
money in War Stock. 

Mr. Ashley Brown said it had to be remembered that we 
were concerned with an industry which is more essential t« 
the successful prosecution of the war than perhaps any other 
and no honest man could say that the position of the pro- 
prietors of that industry was today satisfactory. He con 
sidered the responsibility for this state of affairs rested upon 
the boards of the companies. He was not dealing specific- 
ally with the board of the Great Western Railway Company, 
and if he had to choose between one board and another, he 
confessed frankly he would prefer the Great Western Rail- 
way. What were the stockholders to think of the boards 
of the railway companies when, eighteen months after war 
began, and two years and six months after the date on 
which they perceived war to be inevitable, they still failed 
to secure anything in the nature of a satisfactory and 
binding agreement regarding the terms upon which th 
undertakings were being operated by the State? The board 
would say that the Government was preoccupied, that it 
did its best, and that in any event it was never within its 
power to coerce His Majesty’s Government. He profoundly 
disagreed and said that if he were asked why railway stocks 
today stood at a figure so much below their real value, he 
would point to two things: first of all to the deliberately 
dishonest fashion in which the position of the stockholders 
was referred to by a certain section of the press on every 
day of the week (Hear, hear.), attacks which the boards 
had never attempted to meet, and in the second instance 
he would say that it was due partly to a general lack of 
confidence in the boards themselves. 

There was another matter to which he desired to refer, 
and in which similarly, as he thought, the boards had 
forgotten their responsibility. During the last twenty-two 
years, or perhaps a little less, since 1919 when the Ministry 
was formed, there had been no fewer than fourteen different 
Ministers of Transport and they disappeared so frequently 
that the work of the Department, and to a large extent the 
policy of the Department was dictated by officials who, in 
his personal experience, were amazingly ignorant and 
incredibly self-satisfied. In the new world, upon which we 
should most assuredly enter on the signing of peace, it would 
be found inevitable that transport in all its branches—rail- 
ways, roads, canals, and shipping—would be required not 
merely to co-operate with itself but to co-operate with 
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industry to an extent hitherto undreamed of in this country, 
and we must be prepared for it. Transport would be called 
upon in that hard post-war period not to make a profit but 
to sacrifice one thing after another in the interests of the 
marketing of British goods. 

As regards the appointment of Sir James Milne to the 
board, he could say, on personal grounds and not less on the 
ability and experience that he took with him, that every 
tockholder was delighted. 

Mr. D. G. Williams said there was a point which he 
could only view with dissatisfaction, and that was the 
price of the company’s ordinary stock. It was too low to be 
it all comfortable, and he hoped that the directors when 
they met the Government would demand terms satisfactory 
to the stockholders. 

Mr. J. H. Loder complained of the holding of the annual 
meetings of some of the main-line companies on the same 
day, and asked if it was not possible for the railway com- 
panies to arrange between themselves that the annual meet- 
ings should not clash. 


Chairman’s Reply 


[The Chairman in reply to the questions congratulated 
Councillor Wilson on his knowledge of the history of the 
railways and said that if the Bill as to directors’ qualifica- 
tions was passed by Parliament it was true that it would 
ilso enable a director to act as an officer of the company. 
There were several precedents for that in connection with 
Statutory bodies and if the powers were obtained they 
would incidentally meet Mr. Ashley Brown’s criticism that 
the boards of railway companies should be made more repre- 
sentative. On the board of another eminent institution of 
which he was a member they had whole-time directors who 
had been bred and brought up in the service of thé 
institution; and the arrangement was very satisfactory. 

As to the question of common carriers, the company’s 
Legal Adviser was aware of the ancient Statute which Coun- 
cillor Wilson mentioned and when the shorthand notes of 
his remarks were available the position would be reviewed. 

He thanked Mr. Ashley Brown for his reference to the 
Great Western Railway and for his very lucid remarks and 
reminded him that in times such as the present regard 
must be had to the war emergency legislation. He did not 
think the time was opportune for discussing the question of 
transport sacrificing itself to industry, and some of the other 
points raised by Mr. Ashley Brown in connection with the 
future of transport. 

As to Mr. Williams’s comment, he regretted as a fellow 
stockholder the level of its current market price but that was 
a matter for the Stock Exchange and not for the board of 
directors, and as he had said in his speech in the negotiations 
with the Government concerning any variation of the present 
igreement it had been stipulated that any revision should be 
on the understanding that the controlled undertakings would 
not be placed in a more unfavourable position than under 
the present arrangement. 

Mr. Loder spoke about the dates and times of the railway 
meetings. In peacetime it was easy to meet the stock- 
holders’ convenience in this respect and the clashing was 
largely due to wartime conditions but the point would cer- 
tainly be borne in mind next year. 

The resolution for the adoption of the report and accounts 
was then put to the meeting and carried unanimously. 

The Chairman: I now move that dividends be paid for 
the half-year ended December 31, 1940, of £2 10s. per cent. 
on the consolidated guaranteed stock, {2 10s. per cent. on the 
consolidated preference stock, and £2 10s. per cent. on the 
five per cent. redeemable preference stock (1950). That a 
dividend of £2 10s. per cent. for the same half-year be 
declared on the consolidated ordinary stock, making with 
the interim dividend of £1 10s. per cent. paid for the half- 
year ended June 30 last, £4 per cent. for the year. That 
such dividends be paid on and after the 18th instant to the 
proprietors who were registered in the books of the company 
when balances were struck on the 3rd ultimo. 

The Deputy Chairman: I have very much pleasure in 
seconding that resolution. 
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The resolution was 
unanimously. 

Mr. W. J. Stevens: Mr. Chairman, my Lords, Ladies and 
Gentlemen, I beg to move the following resolution: That the 
following directors now retiring by rotation be and they are 
hereby re-elected: The Rt. Hon. Lord Palmer; Sir Percy E. 
Bates, Bt., G.B.E.; The Rt. Hon. Lord Glanely; Sir Henry 
Mather Jackson, Bt., C.B.E.; Cyril E. Lloyd, Esq.; Geoffrey 
F. Luttrell, Esq., and Sir William James Thomas, Bt. 

Mr. R. J. R. Loxdale: Mr. Chairman, my Lords, Ladies 
and Gentlemen, I have much pleasure in seconding that. 

Councillor Wilson: Speaking on the resolution before it is 
put, may I ask whether it is the intention to put all the 
directors up for re-election together? I am asking the meet- 
ing whether it wishes to accept directors who are over 
seventy years of age? With all due respect to these gentle- 
men, there is a period in our lives when we get to that 
stage when we have got to stand down and give a younger 
man a chance. Now I am not going to press my point, 
because it has been an excellent meeting, and if my amend- 
ment to the resolution is not seconded then I will no longer 
interfere. 

Mrs. De Hersant seconded the resolution which was lost 
on a show of hands. 

Mr. W. J. Stevens then moved his resolution for the 
re-election of the directors, which was carried. 

The Chairman: Now we have to deal with the election of 
the Audit Committee. That should be moved from the 
body of the hall. 

Mr. Williams: I have much pleasure in asking you to 
appoint the Andit Committee for the ensuing year. I will 
read to you the names: Sir George Lewis Barstow, K.C.B.; 
Sir W. Edgar Horne, Bt.; Reginald J. R. Loxdale, Esq.; 
D. Rupert Phillips, Esq., and W. J. Stevens, Esq. 

Councillor Wilson seconded the resolution which was 
carried unanimously, and the business of the meeting 
concluded. 


put to the meeting and carried 


SPECIAL GENERAL (WHARNCLIFFE) MEETING 


A special general meeting of the Great Western Railway 
Company was held at Paddington station, London, on 
March 12, following the annual meeting. Mr. Charles J. 
Hambro, Chairman of the company, presided. 

The Chairman said: We must now proceed with the special 
general meeting for the purpose of considering two Parlia- 
mentary Bills which have been promoted by the company. 
[ should like to deal first with the Great Western Railway 
(Superannuation Fund) Bill. Thirty-three years have passed 
since a Bill of this character was submitted for your 
approval. In 1908 the Great Western Railway Superannua- 
tion Scheme Bill became law, and the scheme which that 
measure created has functioned in the intervening years with 
marked success. Although it lacks several of the features 
which have come to be regarded in recent times as an 
integral part of pension funds, it has possessed a flexibility 
which has enabled it to surmount the abnormal factors which 
funds of this character have experienced in the last 20 
year®rs. 

At this date, however, we find that similar funds estab- 
lished since ours by other main-line railway companies con- 
tain certain features which are absent from our own and 
which are regarded as desirable by the staff of this company. 
The most important of these is the payment of a capital sum 
on retirement, reflected in a lower scale of pension, and the 
right to convert the latter into a joint annuity. We have 
been approached by representatives of the men with an 
appeal that we should come into line with those other 
schemes, so that there may be no material difference in the 
basis of superannuation benefits of any salaried railwayman 
in this country. The schemes of other companies have been 
carefully examined and as a result we are able to submit 
to you this Superannuation Bill which has been deposited 
in Parliament and which, as between the management and 
the men, is an ‘‘ agreed ’’ Bill. 

The Superannuation benefits offered by the new rules will 
therefore comprise an annual pension and a capital sum pay- 








342 THE RAILWAY GAZETTE 


~~ 


able on retirement, with facilities for converting the annual 
pension into a joint annuity, calculated on an actuarial basis, 
in favour of the retired member and his wife, or other depen- 
dent relative. There are also enabling provisions in the Bill 
which we hope will be of use at a future date in closing 
down some of our old benefit funds and merging them into 
the major fund. In respect of the additional benefits 
which the member will secure from the new fund, those of 
the staff now contributing to the existing Superannuation 
Scheme will pay a further contribution of approximately 
1 per cent. of their annual salaries, whilst new entrants will 
be required to pay a still higher rate of contribution. The 
company will pay into the fund an amount equivalent to 
the contributions of the members. The new fund will be 
managed by a committee of appointed representatives of the 
directors and of the men. As in the case of the present 
Superannuation Scheme, the solvency of the new fund will 
be guaranteed by the company, and the payments necessary 
to maintain this solvency will be determined by the Actuary 
and will be spread over a period of 60 years. This, as a 
matter of fact, is the practice already adopted in connection 
with our existing superannuation and pension funds which 
are guaranteed by the company, and there will be no material 
change in the annual provision which we now make out of 
revenue. 

I accordingly beg to move: That the Bill now submitted 
to the meeting entitled ‘‘ A Bill to provide for a superannua- 
tion fund for certain of the salaried staff of the Great Western 
Railway Company in substitution for the Great Western 
Railway Superannuation Scheme established under the pro- 
visions of the Great Western Railway (Superannuation 
Scheme) Act, 1908, and for other purposes ’’ be and the same 
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is hereby approved subject to such alterations herein as may 
be sanctioned by Parliament. 

The Deputy Chairman (The Rt. Hon. Lord Palmer) 
seconded the resolution which, after one or two questions 
by proprietors, was carried unanimously. 

The Chairman: Now as to the Great Western Railway 
(Variation of Directors’ Qualification) Bill, in my earlier 
speech I explained why the promotion of this Bill is ne 
sary to enable the board of directors to include employees 
who give whole time service to the company. The adopti 
of such a policy has been found very beneficial by many 
companies and corporations in this country, and I know of no 
logical reason why it should not apply also in our ca 
The statutory restriction which the Bill is designed to over- 
come was imposed by Parliament when the railways were 
their infancy and conditions were very different from th« 
of modern times. This has already been recognised b: 
Parliament, as in recent years it has given several other 
railway companies relief from the burden of the restriction 
in question. I hope, therefore, that you will support th 
resolution which I now formally move. I now move “ That 
the Bill now submitted to the Meeting entitled ‘‘ A Bill to 
authorise persons holding offices or places of trust or profit 
under the Great Western Railway Company to become direc- 
tors of the said company and for other purposes ’’ be and 
the same is hereby approved subject to such alterations 
therein as may be sanctioned by Parliament.’’ 

The resolution was opposed by Councillor Wilson and 
carried on a show of hands. Mr. Wilson then demanded a 
poll but withdrew his request on the Chairman undertaking 
that he should be given facilities for inspecting the proxies 
given to the company in favour of the Bill. 








REORGANISATION OF ROAD AND RAIL TRANSPORT IN GREAT BRITAIN—(concluded from page 322) 


various statistical indices of performance, the whole organisa- 
tion can be encouraged to maintain concert pitch. 


Principle No. 8: Flexibility 

This again, like No. 5, will be the responsibility of the 
Vice President (Administration) and it is to meet this principle 
that a Superintendent of Organisation and Research, as 
distinct from the Chief Staff Superintendent, is provided. 
Principle No.9: Direct Control of Limited Numbers 

This has been complied with as far as seems practicable: 
No Vice President controls more than five officers (apart from 
the Regional Directors), and one controls only four. The only 


considerable departure from this principle occurs in Districts, 
where a District Traffic Manager will have a hundred or more 


stations and garages. But there continuous personal relation- 
ships are not involved, and the exception is justified by 
experience and by the fact that a District Traffic Manager 
will have sufficient Assistants and staff to cope with his 
responsibilities. 

In conclusion it must be emphasised again that this draft 
organisation is put forward tentatively as a basis for discussion, 
and not as a cut and dried blue print for Utopia. The mere 
attempt to set out on paper so comprehensive an organisation 
may be a shock to those who regard existing group railway 
companies as already too large. But size itself does not 
present any insuperable difficulty provided the organisation 
conforms to established principles, and the organisation 
outlined above would be capable of stimulating and developing 
individual initiative throughout the transport service. 








Transport and National 


It is natural that, in facing the present national emergency 
in the U.S.A., thought should be given to the national effort 
in the same country almost a quarter of a century ago, in 
the era of the first world war, when the railways and the 
Great Lakes, comprising some 260,000 miles of route and 
representing an investment of $20,000,000,000 formed the 
basis of the national transport agency. Today, as shown in 
a comprehensive review by Mr. Ralph Budd, President of the 
Burlington Lines and a member of the Advisory Commission 
to the Council on National Defence, which appeared recently 
in the columns of the Railway Age, the comprehensive 
developments of the past twenty years have resulted in the 
fact that, instead of the railway being the one chief trans- 
port agency, as in 1917, the country now possesses five dis- 
tinct agencies. More than a million miles of surfaced high- 
ways form a complete network extending to all parts of the 
country, on which more than 26,000,000 motorcars and 
5,500,000 lorries and trailer units ordinarily handle about 
90 per cent. of the national passenger traffic, and about 9 per 
cent. of the freight traffic respectively. More than 100,000 
miles of pipe-lines are in regular service carrying petroleum 
products and natural gas, and account for the transport of 


Defence in the U.S.A. 


14 per cent. of the national freight traffic. The inland water- 
ways, especially the Great Lakes, have been developed to the 
point where about 14 per cent. of the country’s freight is 
carried on them. During the 1940 season more than 63 
million tons of iron ore were carried by shipping on the 
Great Lakes. 

While the airways are not essential to the transport of 
freight, they are of considerable value in the rapid delivery 
of important mail and express. Moreover, their service in 
passenger transport and their contribution to national defence 
mark an outstanding development in the present crisis, for of 
all transport agencies the airways have the most to gain 
through technical development during the preparedness pro- 
gramme which involves the manufacture of thousands of 
aircraft of many different types. During the past twenty 
years railway developments have included the expenditure of 
$10,000,000,000 for track improvements and better equip- 
ment, so that railway plant today is more efficient and 
capable than ever before. It is important, however, to 
remember that this expenditure was devoted to improving 
existing railway facilities, and enlarging their capacity, and 
not to building new lines. 
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SOUTHERN RAILWAY COMPANY 


Financial agreement with Government—War damage provisions—TIncreases in charges 
—Exclusion of season and workmen’s tickets—Representations to Minister— Unjust 


criticisms answered—No profiteering by 


Che annual general meeting of the Southern Railway Com- 
pany was held at Charing Cross Hotel, London, W.C.2, on 
Wednesday, March 12, 1941, Mr. Robert Holland-Martin, 
Chairman of the company, presiding. 

The Acting Secretary, Mr. T. E. 
notice convening the meeting, 

The Chairman said: My Lords, ladies, and gentlemen, 
You will, I know, have noticed with regret the absence of no 
fewer than four weli-tried and valued friends who were with 
us at this meeting last year. In November last Sir Charles 
Morgan passed away. He had had, as Chief Engineer and 
later as a director of the L.B. & S.C. Railway, a very intimate 
knowledge of that section of our line. We shall greatly miss 
his sage advice and that charming personality which endeared 
him to so many railwaymen amongst his other friends, 

In December the sudden death of Mr. Mansbridge deprived 
us, all too soon, of the services of one whose knowledge of 
transport matters and experience in organisation was always 
at the service of the board. In his place we have co-opted 
Mr. William Patrick Spens, K.C., M.P. for Ashford. He will 
greatly strengthen our representation at Westminster. 

Mr. L.S. Amery, whom we congratulate on his appointment 
as Secretary of State for India and Burma, had to leave us, 
to our regret, on taking up that post. We wish him all 
success in his difficult and responsible task. We have co- 
opted in his place Sir William Clark, G.C.M.G., K.C.S.1., 
whose wide knowledge of the British Empire will be of great 
service to us. 

Lord Rockley, who as Mr. Evelyn Cecil, had joined the 
board of the L. & S.W. Railway in 1902 and had become a 
director of the Southern on the amalgamation in 1923, 
resigned at the end of the year, to the great regret of his 
colleagues. During his thirty-eight years’ connection with 
the railway, for many of which he was Chairman of the Traffic 
Committee, he had rendered invaluable service. To take his 
place the board have co-opted Sir William Currie, Chairman 
of the P. & O. Company, whose experience of shipping and 
trade in the East will be most valuable to us when South- 
ampton resumes its functions with the return of peace. 

We have also lost by retirement on the ground of ill-health 
the services of Mr. A. Howie, who had been our Joint Account- 
ant since 1925. He had been in railway service for no less 
than fifty years during which time he had greatly helped 
your company by his able presentment of the Southern’s 
case in many matters of financial arbitration. 


Brain, having read the 


Assistance to Government 


Our General Manager, Mr. Gilbert Szlumper, whom you 
will remember we lent to the Government to take up the office 
of Director-General of Transportation and Movements at the 
War Office, received the thanks of the Army Council and the 
Minister for War for the great services he had rendered to the 
State. Mr. Szlumper, whoisstill on loan, has now been trans- 
ferred to the Ministry of Transport as Railway Control Officer 
and has just been appointed to the Railway Executive Com- 
mittee. 

We are indeed proud of the recognition of Southern Railway 
efficiency, further evidence of which is shown by the recent 
request from the Minister of Transport, as I shall tell you 
later, that our Docks & Marine Manager, Mr. R. P. Biddle, 
should go to that Ministry as Assistant Director of Ports. 

In accordance with our constitution you will today have 
proposed to you by a stockholder the re-election of our 
retiring auditor, Sir Nicholas Waterhouse, and his re-election 
will be coupled, I understand, with the proposition that the 
remuneration of the auditors, which at our annual meeting 
in 1926 was fixed at £2,500 to be divided between them as 
they might decide, should be raised to £3,500 in consequence 
of the large increase in the work that they have to do. This 


stockholders—Many special trains run 


has the approbation of the board which is fully conscious of 
the work done and of its thorough character. 

In my speed last year I referred in some detail to the financial 
arrangements with regard to the terms upon which the com- 
panies are to be recompensed for the use of their undertakings 
by the Minister of Transport, in the exercise of his control 
under the Railway Control Order, 1939. I gave you an 
historical account of the negotiations with the Government 
leading up to those financial arrangements and I summarised 
for you those arrangements which’ were set out in the White 
Paper (Cmd. 6168) issued by the Government on February 7 
of last year. 

You will not, I am sure, desire me to cover the same ground 
this year, but you will certainly expect from me some account 
of the present position under the financial arrangements so 
concluded. 

As I stated last year, the White Paper only set out in general 
terms these arrangements, leaving the various details to be 
recorded in some formal document to be exchanged between 
the controlled undertakings and the Minister. As will be 
appreciated, the actual drafting of this document occupied 
the attention of the advisers of the parties for some little 
time, but there is now in draft before the parties a formal 
agreement embodying the financial arrangements in full 
detail. 

War Damage Provisions 

You will recollect that one of the terms originally agreed 
provides that the total amount for restoring war damage 
which may be charged to pooled revenue expenditure, and 
thus passed through the control account, shall be limited to 
£10 millions in any one year, and if the cost exceeds this 
amount the excess is to be borne by the companies and the 
London Passenger Transport Board, subject to any general 
compensation which the Government may ultimately agree to 
pay in respect of all war damage throughout the country. 
The draft agreement to which I have referred gives effect to 
this arrangement and in substance provides, in accordance 
with the intention of the parties, that the cost of restoring 
war damage within the above-mentioned limit of: £10 millions 
in any year chargeable to the pool account shall be spread 
equally over 13 four-weekly periods commencing with the 
four-weekly period in which the damage was suffered. 

The Government, however, has now introduced a War 
Damage Bill dealing with the question of compensation for 
war damage on a national basis, and in consequence has 
intimated that this must entail some revision of the agree- 
ment. In consequence the main-line companies and the 
transport board have informed the Government that since 
the Government now intends to deal with war damage nation- 
ally this is a matter which may be considered as a major cause 
entitling the Government to propose to the other parties 
to the agreement some revision. This follows the terms of 
the White Paper and the agreement, which provided for a 
negotiated revision after the end of the year 1940 for any 
cause of a major character. 

Accordingly the main-line companies and the transport 
board have expressed their willingness to negotiate a revision 
of the agreement for the future on the understanding that no 
revision shall be made to the prejudice of the controlled under- 
takings, or place them in a more unfavourable position than 
under the existing agreement. Pending these negotiations 
the Government has agreed that the financial accounts of the 
main-line companies and the transport board for the year 
ended December 31, 1940, should be closed, as in fact they 
have been, on the basis of the draft agreement, and we are 
now awaiting the Government’s suggestions or proposals for 
some revision of the agreement. 

You will remember that in my remarks last year I informed 
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you that machinery was being devised to give effect to the 
agreed arrangement for the adjustment of charges to meet 
variations in working costs and certain other conditions 
arising from the war, and that such machinery would replace 
that of the Railways Act, 1921, by which charges are adjusted 
so as to yield so far as practicable the standard revenue of 
each amalgamated company. 

Agreement was reached with the Minister of Transport upon 
the details of this new machinery, and under it, consequent 
on the rise in costs, the Minister by the Railways (Addi- 
tional Charges) Order, 1940, of April 17, 1940, authorised the 
railway companies and the transport board to make addi- 
tional rail charges equal in general to 10 per cent. of the existing 
charges, and by a later Order, the Railways (Additional 
Charges) No. 4 Order, 1940, of November 23, 1940, a further 
rise in costs having been proved, the Minister authorised in 
effect the substitution of 16% per cent. for the 10 per cent. 
addition authorised by the first mentioned Order, The 
additional charge of 10 per cent. authorised under the first 
Order was imposed on May 1 last, and the substitution of the 
16% per cent. authorised under the last-mentioned Order was 
imposed on December 1 last. But, and note this, the further 
increase in charges was not made applicable to season or work- 
men’s tickets nor, for the most part, to the traffic of the 
London Passenger Transport Board. Our long experience 
of the fixation of charges goes to prove that once any par- 
ticular class of traffic has been placed in a privileged position 
there is almost inevitably opposition to a discontinuance of 
the privilege and considerable difficulty in reverting to the 
former position. 


Affect of Discrimination 


Owing to the operation of the wartime all-line pool set up 
by the Government agreement the present discrimination in 
favour of season and workmen’s tickets does not gravely 
affect the Southern’s revenue, since its incidence is spread 
over all the lines. When I tell you that the proportion of 
revenue from season and workmen’s tickets in the case of the 
other main lines is from 4 per cent. to 6 per cent., and in the 
case of the Southern the corresponding figure is as high as 
20 per cent. you will realise that if the discrimination con- 
tinues after the war pool ends it will be a very serious matter 
for your company. We have therefore placed our point of 
view before the Minister of Transport. 

As there has been some misconception in the minds of some 
of the public as to the procedure under Section 10 of the 
agreement by which charges are to be adjusted, which reads : 

Rates, fares and charges will be adjusted to meet variations 
in working costs and certain other conditions arising from the 
war and machinery will be provided to this end. 


it is well for me to state briefly the machinery agreed with the 
Minister, which is as follows : 

(1) The jurisdiction of the Railway Rates Tribunal in 
regard to the general level of charges is suspended during the 
period of control, but instead the Minister is to adjust charges 
to meet variations in working costs and other conditions 
arising from the war. 

(2) The Railway Executive Committee are to estimate 
quarterly the variations in working costs and other conditions, 
and are to submit to the Minister their estimates. If the 
Railway Executive Committee consider that the sum involved 
is sufficient to justify an increase in charges, they are to submit 
to the Minister their proposals for such increase. 

(3) The Minister then is to examine both the estimates 
and proposals and, unless he thinks that course unnecessary, 
he is to seek the advice of a consultative committee as to the 
increase to be made to adjust the charges in accordance with 
the agreement with the Minister. 

(4) If the Minister refers the matter to the consultative 
committee, its members are to be informed of the sum to 
be raised and of the proposals of the Railway Executive Com- 
mittee, and they are to advise the Minister what is, in their 
opinion, the best method of increasing charges to produce the 
requisite sum. The consultative committee is not to hold a 


public inquiry unless the Minister so indicates. 
(5) After considering all the circumstances, including the 
advice of the consultative committee if the matter has been 
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referred to it, the Minister is, by Order, to authorise such 
increase as is appropriate to adjust charges accordingly. 

I would add that the Minister did forward to the Railway 
Executive Committee a statement of the machinery agreed 
and directed that committee to proceed in accordance with 
the agreed machinery. I therefore desire to draw attention 
to, and emphasise, the following points in connection with the 
agreement made with the Minister under this head. 

In the first place there is a definite agreement and under- 
taking by the Minister to adjust charges promptly to meet 
variations in working costs and other conditions arising from 
the war. In the second place the Railway Executive Com- 
mittee are charged with the double duty of estimating quarterly 
the variations in costs and of making their proposals for an 
increase in charges should they deem such increase to be 
justified. 

Origin of Application 

It is thus to be noted that the application to increase charges 
is not made by the railway companies themselves, but the 
proposals for an increase in charges are initiated by the Railway 
Executive Committee who are the agents of the Minister, and 
as such are by their advice aiding him in the performance of 
his duty to increase charges in accordance with his agreement 
with the main-line railway companies and the transport 
board. I have thought it right to draw attention to this 
latter point as certainly some of the parties who have attended 
at the hearings before the consultative committee on certain 
of the proposals to increase charges have misapprehended the 
position and have approached the inquiry as if it were an 
application by the railway companies to increase charges, 

Although there is, as I have emphasised, a duty on the 
Minister to adjust charges to meet variations in costs, the 
actual adjustments authorised by the several Orders of the 
Minister have failed to bridge the gap, and there is a substantial 
lag which will have to be overtaken. No adjustment, as yet, 
has been made in respect of the cost of meeting war damage, 
but quite apart from this factor there is a substantial deficit 
arising from other increased costs. As, however, further 
proposals are before the Minister for the adjustment of charges, 
and as the whole question of war damage is to be the subject 
of further discussion with the Minister, I cannot say more 
today. But the proprietors may rest assured that no aspect 
of these vitally important matters is being overlooked by their 
directors. In particular, the board will continue to press that, 
if adjustments are to be made by the Government on account 
by a change of public policy the stockholders should not be 
placed in a more unfavourable position. 

In regard to rates and charges, it must be stated that the 
present arrangement was not of the railways’ seeking ; it was 
the definite policy of the then Minister of Transport and of the 
Government that the railways should not become a public 
charge and that increased costs should therefore be set off by 
increased charges, and it should be noted that the railway 
industry is by no means the only industry that has to increase 
its charges, and that our increases are moderate in comparison 
with other industries of similar national importance, 


Features in Accounts 

Now let us turn to the accounts. As was the case last year 
the report and accounts are presented in the abbreviated form 
approved by the Minister of Transport. As usual, I assume 
that you will wish the accounts to be taken as read, but 
before making my review of railway work during the year I 
will refer to one or two special points in the accounts. 

With regard to No. 4—receipts and expenditure on capital 
account—the amount expended during the year amounts to 
£404,203 £250,000 of this represents our company’s con- 
version into permanent capital of the loan to their subsidiary 
(Hay’s Wharf Cartage Co. Ltd. (Pickfords Limited)), a dividend- 
paying investment. A subscription of similar amount was 
made by each of the four main-line companies. £90,000 was 
spent upon additional station and siding accommodation at 
various places, £34,000 upon electrification, and £41,000 at 
Southampton Docks. The year’s capital expenditure of 
£404,000 is the lowest since the amalgamation in 1923. 

In No. 8—revenue receipts and expenditure of the whole 
undertaking—the figure of /6,610,169 includes an estimated 
amount accruing to the company in accordance with the 
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financial arrangements with H.M. Government in respect of 
the control of railway companies and the London Passenger 
Transport Board. The precise ascertainment of these figures 
is not practicable at this stage, but your directors and auditors 
are satisfied that the amount dealt with is appropriate for the 
purposes of the completion of the accounts for the past year. 
The net revenue for the year amounts to /6,755,790, an 
increase of £13,214 compared with 1939. There is an increase 
in the amount payable in respect of debenture interest owing 
to a full year’s interest being payable in 1940 on the {7,500,000 
4 per cent. redeemable debenture stock issued in January, 
1939. The balance available for dividend on the ordinary 
stocks is £1,864,888. After deducting the full 5 per cent. on 
the preferred ordinary stock there remains a balance of 
£485,558 which will enable us to pay, as we did last year, a 
dividend on the deferred ordinary stock of 1} per cent. for 
the year and leave a carry forward of £91,930, a decrease of 
£11,613 compared with 1939. 


Loose Talk of Profiteering 

Here I must enter a protest against the loose talk of railway 
profiteering and bumper dividends which was prevalent a week 
or so ago. The plain truth so far as our company is concerned 
is this : of £176 millions of capital £59 millions are represented 
by ordinary stocks and on these the dividends paid for last 
year average 3 percent. It requires a very vivid imagination 
to call this an excessive return even if no regard is paid to the 
tremendous national work that the company is by day and 
by night performing. 

Surely the railway shareholder is entitled to ask that he 
should receive a fair interest on his capital in return for the 
greater use made of it. The railway ordinary stockholder 
has for many years past not received an adequate or fair 
interest on his investment, which I would remind you, though 
it is often forgotten, has been added to automatically by the 
placing year by year, by a provident board, of monies or 
reserves which might have been by an improvident board 
distributed in dividends. That, it may be said, is only sound 
finance, but it adds to and does not subtract from the value 
of the share which should be of considerably greater value 
than the original amount in pounds at which it stands in the 
balance sheet, despite the critics who assert that those pounds 
represent a great deal of water. 

Speaking of the Southern line I can tell you that were I to 
be negotiating the sale of the railway to any purchaser | 
could prove to him that whatever excessive payments, if 
any, may have been paid originally to landowners who sold 
their land to the line when it was being made, which is the 
point at which our critics usually state that the water came in, 
the value of the land and what has at the expense of the share- 
holders been placed upon it, which is today in first-rate order, 
could not be replaced for anything like that figure. It would 
be a far higher one, for beyond it there are the reserves which 
your railway, like every well-run business, has set up, instead 
of dividing every penny of its profits amongst the share- 
holders, reserves that can be drawn on in bad times to keep the 
line running at its best, reserves, too, which ensure steady 
employment to all who work on the line, employment which 
would not have been found for them had not investors come 
forward and found the necessary capital originally and re- 
freshed it year by year. 


Further Wage Claim 


Salaries and wages form, of course, a large part of our 
expenditure and you will see from the report that increased 
rates of pay have already been made to meet the increased 
cost of living, and that a further application from the staff 
is being dealt with in accordance with the agreed procedure. 

I am glad to say that throughout the year the happy rela- 
tions between the representatives of the employers and the 
employees in our industry have continued in a spirit of mutual 
respect. The relation of wages to the cost of living and its 
repercussion on the cost of transport is under the war con- 
ditions of today a very involved question, which the railways 
clearly cannot decide by themselves since wider national 
issues are involved. 

Twelve months ago I told you something of the problems 
of evacuation, of the blackout, and the movement of personnel 
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and material to the B.E.F.in France. I should like for a few 
moments to turn to these matters once more. In regard to 
evacuation, although we have not approached the intensity 
of movement of the first five days in September, 1939, when 
in more than a thousand special trains the Southern conveyed 
nearly 300,000 passengers over its system, we still have to 
provide for the evacuation of children and mothers from the 
bombed towns and the vulnerable areas. In the last twelve 
months we have operated 300 special evacuation trains and 
carried to their destinations a further 180,000 people. 

The problem of the blackout has, to a large measure, been 
surmounted. On our stations and in our marshalling yards 
lighting has been provided up to the limit allowed by the 
Government experts ; this, though the amount of light allowed 
cannot compare with that in peacetime, has gone a long way 
to relieve the stygian gloom of the early nights of the black- 
out, and to facilitate the operation of the line. No railway 
company has taken more trouble in its endeavours to make 
its passenger stations recognisable at night. Many of you 
will have seen the special form of illuminated sign which we 
are adopting which is placed at right angles to the platform. 
This has met with general approval. 

In all our passenger carriages limited white lighting has 
now been provided. This provision has been expensive, and 
it is necessary once again to appeal for the co-operation of 
passengers in keeping blinds down at night, otherwise the 
guard has no option but to switch the lights off throughout 
the train, thereby nullifying our special efforts to provide 
lighting amenities for our passengers. 


Many Special Trains 


I mentioned last year the work done by the Southern at the 
outbreak of war in the transport of the British Expeditionary 
Force to France. In the first part of 1940 the military move- 
ments to the Continent and other theatres of war involved 
heavy and concentrated traffic on our railway to deal with the 
increasing flow of reinforcements for overseas. I think I 
may be allowed to say that in 1940 B.E.F. traffic involved 
the provision of over 2,000 special trains and the movement 
of well over half a million men, These figures are exclusive 
of those involved in the evacuation from France. A very 
large number of the personnel of the Army and Navy, together 
with their equipment and stores, were handled through the 
various docks and harbours owned by the company, and the 
immensity of these figures is a particular source of pride to us. 

I now come to the months of May and June, 1940, the events 
of which will never fade from English memory, paling into 
insignificance all else at that time. I need not remind you 
how Hitler, after the most explicit promises to the contrary, 
launched his might against neutral and unoffending Denmark, 
Norway, Holland, and Belgium, and how after a short fight 
came the overwhelming tragedy of our ally, France, and the 
evacuation, consequent on no fault of their own, of the British 
Expeditionary Force from the Continent. At once the name 
Dunkirk flashes to the mind, and I should be failing in my duty 
to the staff, to the shareholders and to posterity if I did not 
tell of the stupendous task those days imposed on our railway, 
almost without warning. I refer, of course, to the reception 
and passing on of the evacuated British Expeditionary Force 
and the large number of French troops who gathered on the 
beaches at Dunkirk and elsewhere and were transported to 
England by every kind of craft, including 20 vessels belonging 
to your company. The improvisation that made ready a 
stream of some 734 special trains will ever remain one of the 
greatest feats of transportation and one with which the name 
of the Southern will always be linked with pride. 

The problem was indeed 2 complicated one, apart from the 
provision of the necessary locomotives and the rolling stock, 
but I can tell you that such was the brotherhood and co- 
operation which existed between us and the other British 
railway companies that the Southern Railway rolling stock 
was rapidly supplemented in order to meet the requirements of 
our weary soldiers, an astounding number of whom were 
saved from the very teeth of the advancing Germans. Such 
was indeed the miracle of Dunkirk. 

This operation brought unstinted praise to the whole of our 
Southern Railway staff ; to the men of our Marine Department 
who withstood the rain of enemy fire and bombs on their 
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ships in the Dunkirk roads, to the staff at the ports, to the 
crews on the trains and to those at station and junction points 
far inland who worked long hours unceasingly and ungrudg- 
ingly to get the B.E.F. back again to its home bases to be 
reformed once more. 

I must pay a tribute too to the men and women of our towns 
in Kent and Surrey and elsewhere who did their best to 
provide the necessary food and refreshment and medical 
comforts for our soldiers at various stations on our line. 

At Dunkirk we lost three of our ships, and a few days before 
two other ships of ours, the Maid of Kent and the Brighton 
though clearly marked as hospital ships, did not escape 
becoming targets for German bombs, and were sunk in a 
French harbour. 

There followed on Dunkirk the strangest summer in the 
memory of any living Englishman—a summer of glorious 
weather, hot sun and blue sky, availed of for few race meetings 
or cricket matches and drawing no happy holiday crowds to 
the beaches of Southern England, yet remarkable for all time 
to come in that day after day the spirit of the people rose the 
more fiercely against the armed might of Germany encamped 
little more than twenty miles away across the Channel. 

Yet the incredible had happened. The ports, so long and 
successfully defended in the last war, had fallen into the hands 
of the enemy, places such ag Dunkirk, Calais, Boulogne, Dieppe, 
Le Havre, and St. Malo, which we had made household words 
almost as much as our own Margate, Ramsgate, Hastings. 
Brighton, Bournemouth and many another resort, 
were in German occupation. ‘ 

he Channel Islands were also occupied by the enemy. 
At the request of the Government we maintained our service 
there after the official occupation had ceased, and in conse- 
quence some of our staff in Guernsey and most of our staff in 
Jersey were left to face temporary Nazi domination. Steps 
have been taken to provide for those wives and dependents of 
the Channel Islands staff who are in this country. 


seaside 


Courage of Continental Staff 


lor the first time since the inception of the railway cross- 
Channel packets there is today no service to the Continent, 
but the service died hard owing to the courage and resource 
of our Continental staff in those desperate days. In every 
case they remained at their posts to the last minute, thinking 
only of the interests of the Southern Railway and of the help 
they could give to British people seeking safety at home. 
When in the face of the enemy they left at the eleventh hour 
they made sure to bring with them valuable documents and 
papers, and even cash, so that nothing that was Southern 
should fall into the hands of the Nazis. To these men and 
women I wish to pay a special tribute. The strain is in no 
way lessened today, but there is no sign whatever of any 
cracking in the spirit of our people, amongst whom the men 
and women of the Southern Railway stand in the very fore- 
front of the battle. 

So we come to what the British public, with its usual 
inventive capacity for nicknames, has somewhat irreverently 
called the Blitz. We had, of course, in conjunction with the 
Government, taken all reasonable pre-war precautions against 
air raids, but neither we nor anybody else could have foreseen 
the dramatic change brought about by the advent of the Nazis 
on the Channel coast. No longer was it a question of periodical 
raids on specific objectives that had to be faced, but, beginning 
in September, there was a crescendo of bombing which 
respected neither market town, hospital, church nor the children 
in the fields, and from which no station on our system could 
be thought immune. 

I cannot, of course, give you details of the effect of air 
raids on the Southern Railway. We have had some rough 
nights, but more recently the attack has become somewhat 
different in character and more spasmodic. That is not to say 
that it may not break out again—it is probably doing so now. 
Irom our railway’s geographical position it will be realised 
that our property must have suffered damage, but viewing it 
as a whole the system has so far been spared by no small 
margin the damage we had thought might befall us. 

Our war organisation has proved to be efficient, and our 
Chief Engineer, Mr. George Ellson, and his staffs have worked 
wonders in repairing with the least possible delay the damage 
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done. In very truth enemy action has called for exceptional 
demands from all our departments, and these have always 
been splendidly met. The damage at the beginning of Sep- 
tember was looked at with very different eyes in November 
and December, and repairs sufficient to put the lines in action 
again became not a matter of days but of hours. 

Our Traffic Manager, Mr. R. M. T. Richards, and his stafi 
have shown great initiative and ability to improvise services, 
to give information to the public and to set up a system of 
despatch riders to carry advices to the staff in the event of 
telephone wires being down. 

The Locomotive Running Superintendent, Mr. A. Cobb, hz 
had to ensure in the difficult circumstances that engines were 
kept in good running condition and available to haul the 
trains. 

Our Electrical Engineer, Mr. A. Raworth, for his part, has 
to see that the traction current is available over damaged lines 
as soon as they are repaired. 


Efficiency of Electric Traction 


I should like to add here that it has been a source of some 
gratification to the board and management to have confirmation 
of their views regarding the efficiency under war conditions 
not only of electric traction but of the system they had in- 
stalled. Gloomy opponents of the Southern Railway elec- 
trification policy expressed the view that air raids would 
paralyse the system, whereas actually it has been found that 
in practically every case after damage, current has been avail 
able on the conductor rails as soon as the track has been 
restored, and the use of multiple-unit electric trains has aided 
our operations in circumstances of difficulty. I do not claim 
that in the weeks and months to come we shall always be so 
fortunate, but it is comforting to have seen so far the doleful 
predictions of the critics confounded. 

Our Chief Mechanical Engineer, Mr. O. V. Bulleid, with 
other technical officers is keeping our rolling stock in as 
good a state of repair as possible and sees that any that 
suffers war damage is quickly available again for service, 

And over all there has been the eagle eye and organising 
brain of our General Manager, Mr. E. J. Missenden, so ably 
backed by his deputy, Mr. J. Elliot, both of whose work has 
been beyond praise, bringing out as it has from all working 
with them the qualities which have made the team work on 
the Southern so perfect. I only wish that I could do full 
justice to the work, not only of all those whom I have mentioned 
but of every member on their staffs. 

Despite disturbing conditions the Chief Mechanical Engineer 
has produced the first of a series of new locomotives, the largest 
engines which this company has yet built; they will be 
especially useful at the present time as they are capable of 
dealing with both heavy passenger and freight trains, We 
have decided, as a tribute to the Mercantile Marine, to call 
this series of engines the ‘‘ Merchant Navy ”’ class and each 
locomotive will be named after one of the shipping lines using 
the port of Southampton, and the house flag of the company 
concerned will be incorporated in the name plaques. For 
the first engine we have honoured our own sea-going staff, 
and the name Channel Packet surrounds the red, white and 
blue house flag of the Southern Railway. We are proud to be 
able, in spite of all our wartime pre-occupations, to keep alive 
the British railway tradition of new locomotives bearing 
famous names. 


Minister’s Tribute 


I can but quote the words of the Minister of Transport when 
he was commenting on the work of the Southern Railway : 
That the second battle of Waterloo concerned not armies 
but railways, and the Southern Railway has achieved as big 
a victory as ever had been seen. 

And after praising our staff I must pay a tribute to the 
forbearance and courage of the travelling public who have so 
helped us by their tolerance, their human understanding and 
unquenchable humour, despite the dreary dampness of many 
of our platforms today. 

The gallant deeds of our staff have not been achieved with- 
out loss. I regret to tell you that 76 of the staff have been 
killed by enemy action, whilst on duty; 28 of these were 
on our vessels—19 in fact on hospital carriers—and, whilst 
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we deeply mourn those who have given their lives, we salute 
those who have gained national recognition. I am very 
proud to tell you that 22 members of the staff have received 
awards for distinguished services whilst in the employ of the 
company. To our marine staff there have been awarded 7 
Distinguished Service Crosses, 2 Distinguished Service Medals 
and 8 Mentions in Despatches. On shore 4 George Medals 
and 1 British Empire Medal have been awarded. These, of 
course, are quite apart from any awards to our staff on active 
service with the Forces, and to date we have nine such cases, 

We are intensely proud of our staff throughout the system 
for the way they carry on their work regardless of the alert 
warning. On the line, whatever happens, short of physical 
damage or delayed action bombs, the trains go through 
and in offices, yards and works the spotter system functions 
satisfactorily, Our railwaymen are indeed pulling their 
weight. 

We have taken steps for the welfare of the staff and their 
dependents affected by wartime conditions and, in particular, 
we are looking after the staff who have been bombed out of 
their homes. Our staff in the railway civil defence services, 
wardens, fire watchers, police and ambulance, have all re- 
sponded wonderfully to the calls made upon them. 


Southern Railway Home Guards 


I must also call your attention to the part played by 
Southern railwaymen in the creation last year of that most 
remarkable yet characteristically British force, the Home 
Guard. As you know, under the threat of invasion the Govern- 
ment hoped to enrol 150,000 men for local defence, but about 
ten times that number answered the call, and very early our 
General Manager took the decision, which has been justified 
a hundredfold, that Southern railwaymen could enrol in the 
Home Guard in their own self-contained units. This step, 
which was in line with that adopted by one or two other organ- 
isations similarly placed, provided a force of about 18,000 rail- 
waymen grouped in their own platoons, companies and bat- 
talions, stretching from Kent to Cornwall. Very many old 
soldiers are to be found in the ranks, and many of the younger 
ones prepare thus for their call to active service with the colours, 
The keenness of these men, their performances on parade and 
on duty has called for high words of praise from several 
regular army commanders. 

The one object of our Southern Home Guard is to defend 
the Southern Railway against that sabotage and surprise 
attack which overwhelmed the railways of Norway, Holland, 
Belgium, and France. I only hope that many of you will 
have seen them on duty. We are proud of their spick and 
span appearance and their military bearing. They give their 
time voluntarily to make themselves proficient, and their only 
fear is that Hitler may decide not to carry out his threatened 
invasion of this country, and thus rob them of the chance of 
coming face to face with the enemy. 

Having already paid a tribute to the war work of the staff 
in the engineer’s, traffic, and locomotive departments, I 
must not fail to tell you of the achievements of the Docks and 
Marine Staff under Mr. R. P. Biddle, our able Docks & Marine 
Manager, whose efficiency has been recognised in the past 
few months by his having been chosen by the Ministry of 
Transport to form one of a small committee set up to enquire 
into the working of one of this country’s northern ports, and 
also in the past few days by his being borrowed by the Ministry 
of Transport as Assistant Director of Ports during the duration 
of the war, a temporary appointment which we were glad to 
be able to grant him leave to assume. 


Changes in Ports 

The alterations in ports of call have, of course, made 
Southampton Docks and our other ports not so busy as in 
pre-war days. You will, however, be glad to know that 
Southampton is pulling its weight in many directions despite 
the heavy and tragic raids on the town itself. The closest 
co-operation has been maintained with the naval and military 
authorities and after the return of the B.E.F., by far the 
largest number of whom landed in ports on the Southern 
Railway, letters of thanks were received from the Minister 
of Transport, the Quarter-Master General on behalf of the 
War Office and the Director of Sea Transport on behalf of the 
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Ministry of Shipping. This praise they well deserved and our 
thanks too are due to them for maintaining the best traditions 
in the Southern throughout the many attacks on Southampton 
in the past winter. I have already told you of notable awards 
received by both the marine staff and the dock staff. 

There being no cross-channel traffic, the only Southern 
Railway Marine Department services now being operated are 
those to the Isle of Wight, but our fleet is not idle, and most of 
our ships are performing national work in unwonted places, 
some with their own crews are still under our own management 
and some on naval commissioned service. Negotiations with 
the Government in respect of the payment for ships chartered 
to them, although somewhat protracted, are proceeding satis- 
factorily and are nearing conclusion. In the meantime we 
have had a substantial payment on account. 


Unaccustomed Traffic Routes 


I would, in conclusion, like to say a few words about some 
other matters of great importance to which our officers are 
devoting close attention at the present time. There is, firstly, 
the alteration in the wonted flows of traffic, brought about by 
developments in various parts of the country in connection 
with the war. This means that freight traffic often passes 
by unaccustomed routes, and that our peacetime facilities do 
not in all cases meet the necessary requirements of today. 
Our officers have, therefore, planned, built and brought into 
use many new works, some of considerable magnitude. All 
have been designed to increase the operating capacity and 
efficiency of the railway, and have been agreed with the 
Government. 

You may have heard mentioned the ugly word congestion 
in relation to railway traffic, but I can tell you that thoug 
our railway had been accustomed in peacetime to carry 75 per 
cent. of its traffic in passenger and 25 per cent. in freight, and 
though today those proportions are more nearly 50/50, at no 
time, despite all our other wartime problems, has congestion 
occurred on the Southern Railway, which has always been able 
to receive from and pass on to the other companies all con- 
signments. 

Our officers and their staffs by day and by night will 
continue to give this matter their unremitting attention. To 
give you another instance of alteration in the flow of traffic 
in peacetime a large tonnage of coal was brought by vessels 
coastwise to the ports along the South Coast, and a small 
proportion used to be conveyed inland from ports over our 
tracks. Today a very large proportion of that traffic passes 
by rail direct, thus greatly increasing the flow of traffic through 
the exchange yards between the Southern Railway and other 
companies, and making our coal carryings today actually 
greater than in peacetime. 


Need for Faster Wagon Release 


The many demands made upon the railway for the move- 
ment of freight places a heavy strain on our rolling stock 
resources, and it is imperative that traders should play their 
part in providing a quicker turnround of wagons by unloading 
outside the accustomed hours, especially on Saturday after- 
noons and on Sundays. There is nothing that the Southern 
Railway will not do to aid the turnround of wagons. It is 
not demurrage that we want, it is moving wheels, and the rapid 
turnround of a wagon is today in the national interest, just as 
important as is the rapid turnround of a ship. Some of our 
traders have given us whole-hearted co-operation in this 
matter, but I am bound to say that many seem not to realise 
the national importance of quick movement, and have failed 
to respond. Our information shows that the Germans have 
been taking the most energetic steps to speed up the turn- 
round of their large stock of wagons and are meeting with 
some degree of success. What the Germans can do—we must 
do and surely can. 

To meet the needs of national and war requirements essential 
traffic it is often necessary for ordinary passenger and freight 
services to take second place, but it cannot be said that we 
pay less attention to the needs of our old customers, the 
breadwinners and traders, who in normal times provide the 
bulk of the revenue of the Southern Railway. Their require- 
ments are always in the minds of our traffic officers, and where 
at present they have to suffer delay through priority to some 
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other traffic they only do so because it is in the national 
interest. I know they will understand this. 

The watch on the time-keeping of our trains is no less 
thorough now than in peacetime, and I can tell you that 
though the figures, naturally, would not give us satisfaction 
in peacetime, it is remarkable how good they are when all 
their story is told. Services are constantly amended to meet 
varying requirements, and, in this connection, I would remind 
you that even in this past year of war we have succeeded in 
introducing modernised rolling stock on the Waterloo & City 
tube. The restaurant car services on our longer-distance 
trains have also been increased. 

The day to day developments of the war necessarily require 
adjustments of method, and we are in constant touch with 
the Government in regard to new works, such as sidings to 
serve proposed factories or to deal with new flows of traffic. 
Because goods and mineral traffics are heavier, because extra 
trains are dealt with over cross-country routes, it is necessary 
to keep a very firm hold on all traffic movements, and we have 
in active preparation an amplification of our internal telephone 
facilities throughout the system so as to provide traffic control 
by our headquarters and divisional traffic officers. 

Staff problems also call for some adjustment of method. 
We have released a certain proportion (over 6,000 in all), of 
our staff to the Forces already, and we are now having to 
grapple with the problem of releasing more men to the Army 
and also to other industries and at the same time meet the 
ever-growing demands made upon us. The situation 
sitates the increased employment of female labour and dilution 
of our existing skilled labour in our workshops. We shall 
pursue these vital matters with energy and determination, in 
collaboration with the trade unions concerned. 

I have said enough to show you that the Southern Railway 
is fully playing its part in the present struggle, and I can 
assure you that every officer and every man will strive un- 
remittingly for final victory. The best service we can render 
to the nation is to retain and maintain through the stress of 
war our individuality and our Southern team spirit, for by so 
doing we secure from our undertaking the maximum output 
of transportation so essential to the success of the national 
effort, which is bringing us daily nearer to victory, and that 
not the victory of a day but one that will consolidate and 
consecrate all the best that we have won in the past and bring 
us happiness and a lasting peace. 

I now move: “ That the report of the directors and state- 
ment of accounts for the year 1940 be and the same are hereby 
received and adopted,”’ and I will ask the Deputy Chairman 
to second that. 


neces- 


Colonel Eric Gore-Browne (Deputy Chairman): I have 
much pleasure in seconding that resolution. 

The Chairman Before that resolution is put to the 
meeting, is there anybody present who would like to say 


anything ? 


Remarks of Stockholders 


Mr. Theodore Instone: I would like first of all to say what 
a remarkable oration you have given us, and how very much 
we appreciate all the details you were able to tell us of the 
doings of our company. We heartily congratulate you, Sir, 
and from what we have heard we are very very proud indeed 
of the doings of the Southern Railway. There is a point I 
want, as a stockholder of this company, to bring out, and I 
think it should come from the body of the room, on two 
matters which you have mentioned, that is, the unfair and 
unjust criticisms that the railways have received consistently 
and continuously during the last few months. We strongly 
resent it, and I am sure all my colleagues and stockholders 
here and, as I know, many who are not here, but who have 
asked me to say a few words, agree with those remarks. We 
do not get a fair show, and as the Press is so very well repre- 
sented here this morning it might be able, perhaps, to report 
that and say what we think. As the Chairman has told us, 
we have had 2 to 3 per cent. over a number of years, and there 
is an awful row about it and terrible criticism. I have been 
looking in the press during the last two or three days, and I 
have found what other utility companies pay. For example, 
the Electrical Distribution of Yorkshire, 9 per cent.; the 
Bournemouth Gas & Water, 7 and 8 per cent. ; the Scottish 
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Power Company, 8 per cent. ; Hadfields of Sheffield, 22} per 
cent., and so forth and so on, and one insurance company, 
after paying a bonus, has nearly £6,000,000 of reserves and 
undistributed profits. We sympathise with them, but you 
do not hear a word of criticism of those dividends. If the 
railways pay and we receive 2 or 3 per cent., we are abused 
from top to bottom, and we strongly object, Sir. It seems 
to me that there is no stick big enough with which to beat 
the railways ; in every instance where there is a dig at the 
railways, they do it. I can give you an instance of the coal 
industry, of which I have the privilege to be Chairman of 
two very large companies. It has been said in the press and 
in the House of Commons and elsewhere that all this muddle 
is mostly concerned with the railways. Now, Sir, I have a 
responsibility in saying this at a meeting of this kind, but it 
is not true; it is totally unfair, and as a colliery proprietor 
I say that the way the railways have handled the coal 

every railway including the Southern—has been a remarkabk 
feat. Memories are short, but the Chairman has told you 
what the railways have done. I should like to associat: 
ourselves with the words he has used in speaking of the staff, 
but before doing so there is one person whom he has not 
mentioned, and that is himself. He, after all, must inspire a 
certain leadership in the staff of the company. Then we have 
—and I personally have the great privilege of knowing what 
he does—our Chief General Manager, Mr. Missenden. Ladies 
and gentlemen, we have a remarkably fine man and a very 


able man of vision and of courage in our Chief General 
Manager. 
Mr. Porritt Taylor: Mr. Chairman, my lords, ladies and 


gentlemen, we have had a most interesting speech from you 
There is one question I am about to ask you, the answer to 
which, I think, will interest all the stockholders present 
[ heartily sympathise and I very strongly approve and admire 
many of the things that the stockholder has said about the 
financial treatment of the railways. Now, Sir, my question 
is this. The report in our hands shows that there has been a 
capital expenditure on behalf of the railway of close upon 
£175,000,000. If our railway had been an ordinary com- 
mercial undertaking and had not been subject to severe 
restrictions by Act of Parliament, we should undoubtedly 
have shown a balance sheet in which a much larger figure 
would have been involved. Speaking of that £175,000,000, 
what is the corresponding figure at the present time if we take 
the replacement value of our assets? I have asked for 
information elsewhere, and I have been given to understand 
that the replacement value of the actual assets is from 65 
to 70 per cent. in excess of the nominal capital of the company. 
If I may just assume for the moment some figure of that sort 
—you will correct me if I am wrong—instead of being entitled 
to a return on 175 millions of money, we, as stockholders, 
should be entitled to a return on 290 millions. As the pre- 
vious speaker has shown, other commercial companies expect 
something very much better than 3 per cent., or even 4 per 
cent., on their money. I would maintain here that if we had 
financial justice accorded to us, a return of 4 per cent. on our 
asset capital of {290,000,000 would not be an unreasonable 
amount; it would not be a piece of profiteering. I would 
point out that a great deal of the nominal capital of the 
company was expended before the year 1914, and every pound 
that was expended at that time brought us material which 
at present would have a value of 30s. Your speech in many 
Ways was reassuring ; it made us feel that you and your co- 
directors have been having a very hard time indeed in trying 
to get reasonably just terms from the Ministry of Transport. 
But I do think that, reading what one has read about the 
criticism of railways, it does not sufficiently recognise that, 
after all, a railway is a commercial undertaking. 

Mr. Binsted : I should like to support what the last speaker 
has said with regard to the railway stockholders. We read 
criticisms in the press talking about the railway magnates, 
but the stockholders in the railways are thousands of thrifty 
folk who have invested their savings in the railways expecting 
some sort of dividend on their savings. They are not railway 
magnates at all; they are simply thrifty folk who have put 
their money into railways. When we are coming up 
in the train in the mornings we hear all sorts of criticisms 
about the delay in the goods traffic, but after what you have 
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told us this morning you have provided us with some ammu- 
nition with which we can reply to that kind of criticism. I 
should like to give the Southern Railway full marks for the 
excellent way in which they carried on during the “ blitz.”’ 
They brought us up to the City every morning—it is true that 
sometimes we were an hour or two hours late getting up, 
but the good old Southern Railway managed to get us up in 
the morning and get us home at night. I come from Becken- 
ham Junction to the City, and there is only one little snag 
which I should like to mention about that. That is, that on 

Saturday there is a train from Beckenham Junction at 
10.15 a.m., changing at Herne Hill, for the City. You get 
out at Herne Hill and you wait there anything from half an 
our to 45 minutes for the connection. By the time you get 
to the City the morning has gone and it is time to go home 

rain. With regard to your goods traffic, having held a 

ason ticket on the Southern Railway for the last 50 years 

- more, I come into contact with the men and boys working 
on the line and they give me all sorts of suggestions, some of 
them being complaints, about various things. But have you 
vhat is sometimes called a Suggestion Box, so that those in 
the lower grades can make suggestions for improving the 
roods traffic especially ? 

Mr. Ernest Short: Mr. Chairman, speaking on behalf of 
the Railway Stockholders’ Union, I would like to emphasise 
the point that Mr. Instone has already put to you and, if 
| may, to put it in this way, that we welcome particularly 
the advent of our Chairman back into what I may describe 
as the limelight of the march. I do not think myself, and I 
have a good many opportnities of judging this point, that 
the leaders in the railway world are giving enough guidance 
to the public in these very difficult times. Reading a very 
great number of newspapers all over the country I am 
simply appalled at the ignorance with reference to railway 
stockholding that is displayed. I have been very much 
impressed by the value of the statements made by our 
Chairman today, and I am also very much impressed by 
the recollection that if those statements were really under- 
stood by the travelling and freight-using public, the position 
of railway stockholders would be very very much better than 
it is today. What strikes me, at any rate, in the office 
of the Railway Stockholder is the effect of these attacks 
on the stock market. There are something like £1,100,000,000 
of railway stock on the market; it is quite impossible to 
ivoid a considerable number of forced sales, and the result 
of those continual attacks is that practically this railway 
market has no support at all. It seems to me monstrous 
that a stock like the Southern, which is now paying 5 per 
cent. and which has a Government guarantee behind it, 
should be on the basis, as far as Stock Exchange prices are 
concerned, of over 10 per cent. That can only be because, 
as it seems to me, the travelling people and other people 
who might very well be supposed to support this particular 
form of investment, do not understand the facts. It seems 
that the statements which the Chairman has made are all 
just the kind that would give that extra amount of support 
which the railway market needs. There is sure to come 
a time when such questions as nationalisation and reconstruc- 
tion of the whole transport system will come up for review, 
and it seems to me vitally important that, when that does 
come, we should have a large amount of public goodwill. 

Mr. H. Portlock: Mr. Chairman, ladies and gentlemen, 
this is the first annual meeting of the Southern Railway Com- 
pany which I have attended, and it has given me very 
great pleasure to listen to our Chairman’s remarks. Having 
listened to them, I venture to think that two points which 
I came here specially to mention may receive your attention. 
I am interested in agriculture as an amateur, like so many 
people today, and I do congratulate you on the assistance 
which you have given to the market gardeners in Sussex 
and elsewhere in the conveyance of their produce at very 
moderate rates. I think you made a concession which 
other railways do _ not. I sent three parcels by 
parcel post—I do not want to criticise the Post Office, 
because I know the difficulties with which it has had to 
contend. But there was considerable delay in the arrival 
of those three parcels, and two of them were pilfered. I had 
another consignment sent by a market gardener to St. John’s 
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Wood; the vegetables were put on the railway one morning, 
and they were delivered the next morning and taken to a 
flat in Regents Park. I was very agreeably surprised, and 
the rate was such that it became a commercial proposition. 
If you were to make that fact more widely known, I am 
sure that you would get a considerable amount of traffic. 
My other point is that I am going to offer a criticism, rather 
than a comment. A considerable time back restrictions 
were placed on suburban traffic with the very desirable object 
in view of not having the London stations overcrowded at 
rush hours. I think I am correct in saying that when dis- 
cussions and statements were made in the House suburban 
traffic was particularly alluded to. It seems to me that 
there has been no discrimination between main-line traffic 
and suburban traffic in interpreting the thing. It seems 
to me absurd that a person wanting to go up on a day 
return ticket for 60 or 70 miles should not be allowed to 
start his journey until after 10 o’clock. 

Mr. Wilfred Rhodes: My Lords, ladies and gentlemen, 
when other parts of your line have been faced with danger 
and always with difficulty, it may seem ungracious to men- 
tion any section, but those of us who have homes on the 
edge of Kent feel that we should be lacking in gratitude if we 
did not say how much we felt for the officers and staff of 
your cross-Channel steamers and their associates at Rams- 
gate and Dover who have faced such terrible difficulties. 
We should like to tender them our kindest sentiments. To 
look on the brighter side of things, we are delighted with 
the picture of your new engine in this morning’s Times, and 
thanks to the genius of your mechanical engineer, although 
we do not take to the roads, we can still take a trip in the 
‘“ Channel Packet.’’ 

Mr. R. W. Sutton: Mr. Chairman, there was a point I 
should have thought would have been mentioned before 
with reference to the dividend of 1} per cent. on the deferred 
shares. When I first heard that the dividend would be 
1} per cent., I was very surprised—I was very pleased 
indeed, but then I went a little further and I saw that the 
London Passenger Transport Board would receive 3 per 
cent. as against the 14 per cent. which it had received 
before. I should like to suggest that in any future arrange- 
ments you make with the Government, if possible the method 
of share-out will be adjusted so that we deferred share- 
holders might get a fairer amount. 


The Chairman’s Reply 


The Chairman: Well, ladies and gentlemen, there do not 
appear to be any more questions to be asked, so, before I 
put the resolution to the meeting, I will reply to the 
gentlemen who have been good enough to address us. 

I am very grateful to Mr. Instone for giving the railway 
company such a pat on the back for what it has done with 
the coal traffic. I agree with him that the movement of coal 
has, certainly on this line, been carried out very well 
indeed, and I am very glad to find someone who is so 
prominent in the coal trade as Mr. Instone agreeing with 
that. I am also glad that he pointed out what we realise 
but what we cannot get the public to realise, that other 
companies pay large dividends without being called profiteers, 
whereas if we pay 1} per cent. on our deferred stock we 
are thought to be milking the public. 

Then Mr. Porritt Taylor asked what was the real value of 
our undertaking. He is very nearly right in taking the figures 
he got from Lord Stamp and Sir Ronald Matthews, that 
our values are like the London Midland & Scottish and the 
London & North Eastern, somewhere in the neighbourhod of 
70 per cent. above the capital expenditure value, \shich 
would bring our figure well over the £290,000,000 whi :h he 
mentioned. But I do not want to stress those figuris too 
much; it is a matter of estimate, and some time or a 1other 
we shall probably have to fight the Government about them, 
and I do not want to have any figures that can be qt oted— 
that I said that and no more. 

Mr. Binsted put before you the case of the simple folk 
who put their money into railways. I am sorry that so many 
people, and I think it is true, are regarded as simple folk 
by the public in general. 
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Mr. Binsted (a Stockholder) : 
Chairman, not simple folk. ae 

The Chairman: I am sorry; I thought you were putting it 
the other way. But I agree with the later speaker who said 
he thought that the price of our stock at the present moment 
is a great deal too low, speaking of the railways generally, 
and I think that some of the thrifty people might take advan- 
tage of the present prices very well. He also gave us con- 
eratulations on the work that had been done by the Southern 
Railway in the Blitz, and he brought up—I knew there 
would be some little thing at the end of his speech—some 
criticism of a train he has the misfortune to travel by 
coming from Beckenham. I can assure him that the General 
Manager will look into that and see if he need wait that 
40 minutes on the platform. With regard to a suggestion 
box, we have had that system for a long time. We welcome 
every suggestion, and we give rewards to our men of all 
grades for the suggestions which they make. 

On behalf of the British Railway Stockholders’ Union, it 
was said that the railways have not done enough to educate 
the public about the railways and their work. Well, I think 
we are gradually doing that and I hope we shall do more; we 
certainly must all of us do what we can to keep the public 
fully informed and alive to the value of the railways of the 
country and what the work which is being done really repre- 


I said thrifty folk, Mr. 


sents. Too often people go and criticise and make the most 
ibsurd criticisms of what they see. A man comes down on to 


a platform and spends half an hour there; he sees one train 
go through with four trucks behind it, and says it is scan 
dalous and perfectly despicable, and asks why the engine is 
not pulling a long train. That man probably does not know 
that that short train is on Admiralty business, taking some 
stuff along quickly to our Forces. You cannot criticise any- 
thing you see in any five minutes, or why a particular 
engine is not pulling a long line of trucks. There are many 
instances where one could find reason for criticism, but 
people must not criticise from an ignorant standpoint. 

Then Mr. Portlock spoke from the point of view of the 
agriculturalist. We will look into what he has been saying, 
if we can do more in the way of assistance for 
market gardeners, telling them what the railway is capable 
of doing with their produce. I can assure him that the 
subject of agriculture is very close to my heart because I am 
. farmer and a market gardener myself, so I shall certainly 
look into that. Then with regard to the question of a 
discrimination between main-line and suburban traffic, in 
that people living a considerable distance from 
London are not enabled to use cheap tickets at an earlier 
hour, I would remind you that the cheap ticket is not only 
a convenience to the public. It was also introduced, and I 
am speaking to railway stockholders, from the point of view 
of bringing traffic to the railway, and if we fill up the trains 
too full with cheap tickets we are going to lose the goodwill 
of many of our old customers, the goodwill we are always 
looking for and about which I spoke in my speech, customers 
whom we do our best to make comfortable in every way. It 
is impossible to bring in a flood of cheap-ticket travel, which 
will interfere with the main traffic up from the suburban 


and see 
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and more distant areas. 
I thank Mr. Rhodes very much for the congratulations he 
has given us, congratulations that are very well deserved 


by our cross-Channel staff, and I am glad that he liked the 
design of our new cross-Channel ‘‘ Packet.’’ Whatever may 
have been his experience in a cross-Channel ‘‘ Packet ’’ 
before, I can assure him that when he travels in that one 
he will not be seasick! 

With regard to Mr. Sutton’s suggestion or criticism about 
the dividend paid to the London Passenger Transport Board, 
he also said he knew it was the fact that we did not choos« 
it to come into us; we were forced to take it along, but I 
would ask him to remember that we are paying 5 per cent. 
on our preferred and it is only the deferred which is getting 
1} per cent., and I would like to see that greatly increased. 

Now, ladies and gentlemen, I will put the resolution: 
‘‘ That the report of the directors and statement of accounts 
for the year 1940 be and the same are hereby received and 
adopted.’’ That resolution has been duly seconded. Those 


in favour? To the contrary? I declare that resolution 
carried. 
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I will now ask the Acting-Secretary to read the next 
resolution. 

Mr. T. E. Brain (the Acting-Secretary): The next resolu 
tion is: ‘‘ That the following dividends be and the sams 
are hereby declared: For the half-year to December 31, 
1940: 23 per cent. on the 5 per cent. guaranteed preferenc: 
stock; 24 per cent. on the 5 per cent. redeemable guaranteed 
preference stock (1957); 24 per cent. on the 5 per cent. 
preference stock; 2} per cent. on the 5 per cent. redeemabl: 
preference stock (1964) (making in each case, with the 
interim dividends, 5 per cent. for the whole year); 2} pe: 
cent. on the preferred ordinary stock (making with th: 
interim dividend of 2} per cent., 5 per cent. for the whol 
year); 1} per cent. for the whole year on the deferred ordi 
nary stock; and that such dividends be payable (subject to 
income tax) on March 28, 1941, or as soon thereafter 
circumstances permit.” 

The Chairman: I move that resolution, and I will as! 
the Deputy Chairman to second it. 

Colonel Eric Gore-Browne seconded the resolution whic} 
was carried. 

Colonel Eric Gore-Browne (Deputy Chairman) moved th 
the following directors, retiring by rotation, namely, Mr 
Robert Holland-Martin, the Right Hon. Lord Ebbisham, Sir 
John E. Thornycroft, Sir Herbert A. Walker, and Sir Willian 
H. Clark, be and they are hereby elected directors; Sir 
Francis Dent seconded, and the resolution was carried. 

Mr. W. Bishop moved that Sir Nicholas Waterhouse, 
K.B.E., F.C.A., be elected an auditor of the company, and 
that as from January 1, 1941, the annual remuneration of 
the auditors be £3,500, divisible between them as they may 
decide. Mr. C. A. Wickham-Jones seconded and the resolu 
tion was carried. 

The proceedings then terminated. 





SPECIAL GENERAL (WHARNCLIFFE) MEETING. 
\ special general (Wharncliffe) meeting of the Southern 
Railway Company was held at the Charing Cross Hotel, 
Strand, London, W.C., on March 12, 1941. Mr. Robert 
Holland-Martin, C.B., Chairman of the company, presided. 

Mr. T. E. Brain (the Acting Secretary), having read the 
notice convening the meeting, , 

The Chairman said: Ladies and gentlemen, the purpose 
of this Bill is briefly explained in the circular which has been 
sent to each proprietor. The main object of the Bill is to 
provide for increased contributions by and in respect of 
members of our Superannuation Fund, which was established 
in 1928. It has been found that the contributions made by 
the members of the fund, together with equivalent payments 
by the company, are insufficient to provide the superannuation 
benefits to which the members are entitled under the rules 
of the fund, and the two quinquennial valuations that hav: 
been made disclose actuarial deficiencies which the company, 
as guarantors of the fund, have had to meet. The increased 
contributions proposed by the Bill will help to mitigate the 
company’s position in this respect for the future. The Bill, 
which also provides for certain improvements in the benefits 
of the fund, has, I am glad to say, been approved by the 
members of the fund. I will now ask the Acting Secretary 
to read the resolution. 

Mr. T. E. Brain (the Acting Secretary) : That this meeting, 
having considered the Bill intended to be presented to Parlia- 
ment, intituled, ‘‘ A Bill to substitute new rules for certain 
of the existing rules of the Southern Railway Superannuation 
Fund established by the Southern Railway (Superannuation 
Fund) Act, 1927 ; toamend that Act ; and for other purposes,”’ 
approves thereof subject to such additions, alterations and 
variations as Parliament may think fit to make therein. 

The Chairman moved the resolution, which was seconded 
by Colonel Eric Gore-Browne (Deputy-Chairman) and carried. 

Mr. Leslie Boyce, M.P. (a stockholder) : Before we disperse, 
I feel sure it would be the wish of all present to pass a very 
cordial vote of thanks, not only to the Chairman for his very 
interesting and, indeed, stirring address today, but to the 
Chairman and Directors, the General Manager and the staff 
for the very devoted and loyal way in which they have served 
our interests during the past very difficult year. 

The resolution was carried with acclamation and after the 
Chairman had briefly replied, the proceedings terminated. 
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QUESTIONS IN PARLIAMENT 


Prevention of Road Accidents 

Asked on March 11 by Sir Adam 
Maitland (Faversham—C.), what 
further steps the Minister of Transport 
proposed to take with a view to reduc- 
the number of road accidents, Mr. 
Montague said that, in consultation 
vith the Home Secretary and _ the 
Minister of Home Security, the 
Minister of Transport. was proceeding 
s far as circumstances allowed on the 
following lines: (1) influence on public 
pinion; (2) safeguards in the blackout; 
3) enforcement of the law. In recent 
nonths there had been a_ serious 
deterioration in the conduct of all 
types of road users, and the publicity 
ampaigns being conducted by the 
Ministry of Information and the Royal 
Society for the Prevention of Accidents 
1imed at bringing the public to a sense 
f the care which it must exercise if 
uccidents on the roads were to be re- 
The measures possible to safe- 
guard the public against the effects of 
arelessness were very limited. It was 
. strategic necessity that the blackout 
should be preserved, but subject to the 
overriding necessity of avoiding visi- 
bility from the air, a reasonable 
driving light was now permitted. Aids 
to movement for all road users in the 
shape of white lines, white markings, 
ind lights on islands, and _ other 
obstructions, as well as a reduced form 
of street lighting were being provided. 
Enforcement presented a difficult prob- 
lem to the police, who had many 
idditional responsibilities. It was not 
possible to continue on any extensive 
scale the special police patrols which 
promised much success before the war, 
but police supervision was not by any 
means being suspended, and in certain 
directions he hoped it might be possible 
to intensify it during the coming 
months. 


Reflecting Studs 
The Minister of Transport was asked, 


duced. 


on March 11, by Commander Stephen 


King-Hall (Ormskirk—Nat. Lab.), 
whether he would make arrangements 
for reflector discs to be fitted to the 
centre line of the main trunk roads 
before the winter months of 1941-42, 
and in any case for such discs to be 
fitted on the centre line of bends so as 
to assist motor traffic by night. 

Lt.-Colonel Moore-Brabazon, in a 
written reply, stated that considerable 
use was being made of reflecting studs 
in conjunction with traffic lines. He 
could not undertake to extend their 
use on the centre lines of all trunk 
roads, but they would be provided at 
bends so far as was practicable. 


Ministry of Transport Staff 

Mr. F. Montague (Parliamentary 
Secretary to the Ministry of Transport), 
on March 12, informed Mr. D. L. 
Lipson (Cheltenham—Ind.) that thir- 
teen officers employed in the Ministry 
of Transport with salaries of £600 a 


year and over had had direct experi- 


ence in industrial transport manage- 
ment. There were a further 15 officers 


with such salaries who had served in 
the offices or on the accounting or 
engineering staffs of transport under- 
takings. 

Facilities for War Workers 

Mr. David Adams (Consett—Lab.), 
on March 12, asked the Minister of 
Transport whether the appeal to house- 
wives of the country to finish with 
transport by 4 p.m. in order to leave 
buses, tramcars, and trains free for war 
workers had proved _ successful or 
whether further steps would be 
required. 

Mr. F. Montague: It is too early yet 
to judge the full effect of the appeal, 
but I understand that it has already 
had a good response. 


Safety Measures at Euston Station 

Sir John Graham Kerr (Scottish 
Universities—C.), on March 12, asked 
the Minister of Transport if he would 
make further enquiry into the series 
of accidents to persons following the 
prescribed route to platforms 14 and 
15 at Euston station during periods of 
blackout, including one or more sea- 
men proceeding to join their ships on 
the Clyde, a distinguished professor of 
the Royal Technical College, Glasgow, 
and a high Civil Service official; and, 
as these accidents showed the inade- 
quacy of whitening the edge of the 
platform as a safeguard at this par- 
ticular dangez-spot, what steps he pro- 
posed to take in the matter. 

Mr. Montague: Following an inspec- 
tion of the conditions at the places in 
question on platforms 13, 14 and 15 at 
Euston station it has been decided to 
place movable barriers there. I hope 
that these will prove effective in pre 
venting any more accidents at these 
points. 


Distribution of Coal 


Mr. Gordon MacDonald (Ince—Lab.), 
on March 12, asked the Secretary for 
Mines what action had been taken to 
reorganise the wholesale and retail dis- 
tribution of coal, in order to release as 
many men as possible for other work 
of national importance. 

Mr. D. R. Grenfell (Secretary for 
Mines): As a result of the operation of 
the various district schemes established 
under the Coal Mines Act, 1930, con- 
siderable progress had been made _ be- 
fore the war with the simplification of 
the wholesale distribution of coal. The 
urgent need to ease the heavy burden 
now falling upon the railways has led 
the Minister of Transport and myself 
to give constant attention to the move- 
ment of more coal in full trainloads 
and, in so far as present abnormal con- 
ditions permit, to the avoidance of 
unnecessarily long hauls. We. are 
hopeful that, with the assistance of the 
colliery owners and of the distributive 
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trade, acting through the House Coal 
Distribution (Emergency) Scheme, we 


may be able to achieve substantial 
further progress along both lines. 


Economy in the labour employed in 
the retail distribution of coal was 
another of the objects for which the 
house coal scheme was established last 
autumn. The progressive loss of men 
engaged in this work has now, however, 
attained proportions that are causing 
me much anxiety, and I am consider- 
ing with the Minister of Labour and 
National Service how this _ essential 
national service can be safeguarded. 

Sir Joseph Lamb (Stone—C.): Is it 
possible to consider whether canals can 
be used for the carrying of coal? 

Mr. Grenfell: Canals are being used 
for the carrying of coal. It is prob- 
able that, if action had been taken a 
long time ago in this direction more 
coal could now be carried on the canals. 
It is not now possible to provide many 
extra facilities for the transportation of 
coal by inland waterways. 


Government Traffic 

Sir Waldron Smithers (Chislehurst— 
C.), on March 12, asked the Prime 
Minister whether, in view of the re- 
marks made by the Chairman of the 
London Midland & Scottish Railway 
Company at the annual general meet- 
ing, he would set up a committee con- 
sisting of a representative from each of 
the big railway systems to sit per- 
manently in Whitehall, and instruct all 
Government Departments to send their 
traffic requirements to that committee, 
so that the transport demands of the 
Government might be co-ordinated and 
the necessary orders issued by railway 
experts with governmental authority. 

Mr. C. R. Attlee (Lord Privy Seal), 
in a written reply, stated: I do not 
think that complete centralisation of 
all Government demands on the rail- 
ways is practicable or desirable, and I 
do not understand that it was so sug- 
gested at the meeting. The Minister of 
Transport is aware of the need for 
co-ordinating the demands on trans- 
port, including railways, and steps have 
already been taken to secure closer co- 
ordination between the chief importing 
departments and the transport authori- 
ties at the principal ports. The 
possibility of strengthening the machi- 
nery which already exists at the centre 
is under consideration. 


Cheap Fares 


Mr. George R. Strauss (Lambeth 
North—Lab.), on March 13, asked the 
Minister of Transport whether the 
scheme whereby full-time Civil Defence 
employees could obtain cheap fares to 
visit their evacuated families was now 
in operation. 

Mr. F. Montague (Parliamentary 
Secretary to the Ministry of Trans- 
port): There is no special scheme for 
full-time Civil Defence workers to ob- 
tain cheap fares to visit their families 
but the cheap facilities available in 
evacuation areas for visits to evacuees 
are open to these workers. 
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521,405. Traffic Controlling 
Westinghouse Brake & Signal Co. 


Ltd., Charles Francis Dickson Venning, 
and Ernest Walter Challis, all of 82, 
York Way, King’s Cross, London, N.1. 
(Application date: November 15, 
1938.) 

The diagram shows a simple track 
layout comprising an approach section 
2T, points 3, fouling section 3T, main- 
line exit section 4T, branch-line exit 
6T and a signal 5. Energisation of the 
point machine windings 3NW (normal) 
or 3RW (reverse) is controlled by a 
relay 3LR having corresponding wind- 
ings 3LR(N) and 3LR(R), the circuits 
of these windings include front con- 
tacts of track relays 2TR, 3TR of sec- 
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route contact of the conflicting route 
contact device 2-6R or 2-4R, respec- 
tively, and, in parallel with each other, 
normal contact N or reverse contact R, 
respectively, of the point-contro’ 


device and a reverse contact of the 
route contact device 2-4R or 2-6R, 
respectively, in series with a neutral 


contact C of the point control device. 
This usual circuit is modified by includ- 
ing a cross-protection relay winding 


3CPR adjacent to terminal B. The 
point control circuits for windings 
3NW, 3RW include contacts of the 


relay 3LR and contacts X operated by 
the point machine, a front winding of 
relay CPR being included in the 
common return leading to terminal C. 
—(Accepted May 21, 1940.) 


521,608. Preventing Wheel-slipping 

Schmidt’sche Heissdampf-G.m.b.H., 
of Rolandstrasse, 2, Kassel-Wilhelm- 
shéhe, Germany. (Convention date: 
December 3, 1937.) 

In locomotives having individual 
drive axles, wheel-slipping is prevented 
by means of a control device 5 for each 
engine 2, each control device consisting 
of a cylinder 7 and a piston 8. One 
side of the piston is connected by a 
pipe 6 to an oil pump 4 connected to 
the corresponding driving axle 1, and 
the other side 33 of the piston is con- 
nected through pipes 34, 32, a regulat- 
ing device 20 and pipe 21, to a pump 
19 on a non-driving-axle 18. The rod 
43 of each piston 8 is connected to a 


* These abridgments of recently published specifications are specially compiled for THE 
Rattway GAZETTE by permission of the Controller of His Majesty’s Stationery Office. 


butterfly throttle valve 40, 41 by a 
lever 42, the valve being arranged in 
the appropriate steam pipe 3 leading 
from the main steam pipe 45, and con- 
trolled by a spring 44. Oil outlet pipes 
9 lead to a container 10 to which are 
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connected suction pipes 12 leading to 
the pumps 4. These pipes 9 are regu- 
lated by valves, each of which consists 
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of springs 39. Regulating device 20 
consists of a chamber 24 which com- 
municates by means of bores 25, 29, 
with a further chamber 23 through a 
partition 26. A handle 28 and valv: 
27, and a valve 30 loaded by a spring 
31, control these two bores. Pipe 21’ 
leads to container 10.—(Accepted 
May 27, 1940.) 


521,197. Trucks 


Harry Leslie William Tottenham, of 
Greenwood Park, Newry, Count) 
Down. (Application date: November 
4, 1938.) 

In a rail truck in which the load- 
supporting surface C is located below 
the level of the wheels 17, additional 
small wheels 18 are provided below the 
surface C to reduce the length of the 
unsupported portion of the load-carry- 
ing parts. This is carried out by having 
two bogies A having buffer plates 19, 
and cantilever springs 22 which are 
supported by shackles 23 from projec 
tions on the axles 24 and fulcrummed 
on projections of additional axles 25. 
The wheels 18 are carried on the axles 
25. The surface C is in the form of a 
turntable consisting of platform 1 with 
end portions 2 and angle members 3 
forming guides 4 for a road vehicle. 
Attached by studs 5 is a bearing race 6 
consisting of a plate 7 with flanges 7? 
carrying rollers 8. Beneath the frame 
member B at each end are bearing 
surfaces 10, and similar surfaces 11 are 
provided near the well 9. Bearing pads 
12 are also provided. The turntable is 


locked by means of bearings 30 carry- 
ing a 


rod 31 on which are mounted 









































hae SN 3 








of a chamber 13 communicating with 
cylinder 7 through a bore 14 which is 
controlled by a valve 15. Hand-wheel 
17 on a spindle 16 is used to control 
this valve. Chambers 13 all communi- 
cate with pipe 32 by means of pipes 
35 leading to auxiliary cylinders 36 and 
bores 37, slide valves 38 normally 
closing these bores under the influence 
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either sheet by sheet as issued, on payment of a subscription of 5s. a group volume, or in bound 
volumes, price 2s. each, and the full specifications can be obtained from the same address price Is. 


each, 
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levers 14, and pawls 13. The lower 
parts 16 of the bogies A are provided 
with king pins 20 engaging holes 21 in 
frame B.—(Accepted May 15, 1940.) 


521,666. Truck Loading 

Société d’Etudes et de Realisations 
Mécaniques, of 15, Route Nationale de 
St. Marcel, Marseilles, Bouches-du- 
Rhéne, France. (Convention date: 
November 25, 1937.) 

A device for loading trailers on 
trucks consists of non-projecting base 
members 1, fixed on the floor 4 of the 
truck, which receive removable abut- 
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ment and directing members 9, 10 
which serve for placing the trailer, or 
securing members 14 on to which the 
trailer is lowered. Each base member 
1 is fixed to the floor 4 by a collar 2 
and bolts 3, and has a central opening 
5 including retaining notches 6, 7 and 
8 which correspond to tenons 6a, 7a, 8a, 
on a journal la secured to the members 
9, 10, and 14. The members 9, 10 are 
each formed in two parts connected by 
studs 11 in slots 12 which have circular 
apertures at their upper ends so that 
the part 10 may be rapidly removed for 
‘endwise ’’ platform unloading. The 
securing members 14 have slots 16 for 
receiving jaws 17, 18 which are pivot- 
ally mounted on a frame 19 fixed to 
the trailer. These jaws are connected 
by springs 20, and are actuated by a 


lever 21 and a rod 22.—(Accepted 
May 28, 1940.) 
523,421. Sleepers 

Marguerite Edith Bentley, of New 
Barn House, Longfield, Kent, Legal 


of Bede John Francis 
Bentley (deceased), late of New Barn 
House, Longfield, Kent. (A pplication 
date: January 5, 1939.) 

A wooden sleeper a is provided on its 
underside with grooves b, c, d, e, e’, F, F’, 
etc., so as to avoid disadvantageous 
waste of road metal in heaping ballast 
around the sides and ends of the sleeper. 


Representative 
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The coarse ballast extends into the 


grooves and prevents displacement of 
the sleeper and extrusion of ballast. 
As shown in Figure 1, the grooves b may 
be across the sleeper, or, as shown in 
Figure 2, the grooves c, d, may run 
along the sleeper. Alternatively, a 
sleeper may have a combination of 
grooves c, d, e, e’, F and F’. In some 
cases the grooves c, d, may be substi- 
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tuted by two grooves in line. The 
grooves are preferably of semi-circular 
cross-section.—(Accepted July 15, 1940.) 


521,171. Ventilating 

Lucy Beatrice Roe, of Roevac Air 
Extractors Limited, of 8, Moss Lane 
West, Brook’s Bar, Manchester, 15, 
Lancashire. (Application date: Novem- 
ber 11, 1938.) 

A ventilating device for vehicles, 
intended to remove much of the mois- 
ture from incoming air, consists of an 
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duct 6 fitted over a delivery aperture 
a’ in a baseplate a, and located be- 
neath the canopy or hood ¢ which has 
outlets ct for water and apertures c? 
for the entry of air, the arrangement 
being such that incoming air has to 
double back on itself abruptly. The 
upper edge of duct b is turned up to 
form a partition b?, and the lower 
edge is bent down to form a ledge b?. 
Below the delivery aperture a1, on the 
inside of the vehicle roof or side 1, is a 
diffuser in the form of a pattress d 
having a central chamber d! from 
which lead radial passages d? which 
direct incoming air along the surface 
y, thus preventing a direct inward 
draught. In the specification the 
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device is also described in combination 
with a foul air extractor.—(Accepted 
May 14, 1940.) 








COMPLETE SPECIFICATIONS 
ACCEPTED 

521,151. Verel, B. P. Synchronous 
electric motor with improved braking and 
reversal characteristics. 

521,171. Roe, L. B. Devices for venti- 
lating the interior of vehicles. 

521,175. Vereinigte Baubeschlag- 
Fabriken Gretsch & Co. Ges. Runners 
and rails for sliding doors or the like. 

521,181. Walker, S. W. Vehicles and 
the like couplings. 

521,186. Roe, L. B. Devices for ven- 
tilating the interiors of vehicles. 

521,192. General Electric Co. Ltd. and 


Croft, E. H. Electric motor control 

systems. 

"521,197. Tottenham, H. L. W. Rail 

trucks, wagons, vans, or the like. 
521,198. Eggleton, F. S., and 


Schermuly, A. J. Sliding doors, windows, 
and the like. 

521,274. Hannah, D. M., and Clyde 
Rubber Works Co. Ltd. Buffers. 

521,339. Automatic Signal Corpora- 
tion. Magnetic apparatus for detecting 
the passage of vehicles and other traffic. 

521,386. Automatic Signal Corpora- 
tion. Magnetic apparatus for detecting 
the passage of vehicles and other traffic. 

521,392. Dynamit Akt.-Ges. Form. A. 
Nobel & Co. Coachwork parts, super- 
structure parts, and frame construction 
parts for vehicles. 

521,405. Westinghouse Brake & Signal 
Co. Lid., Venning, C. F. D.; and 
Challis, E. W. Traffic-controlling systems 
for railways and the like. 


521,495. Knorr-Bremse Akt.-Ges., and 
Witte, F. Safety valves for steam gene- 
rators. 


521,605. English Electric Co. Ltd. and 
Binney, E. A. Supporting means for 
axle-hung electric motors on electrically- 
propelled vehicles. 

521,608. Schmidt’sche Heissdampf- 
Ges. Slip-preventing means for locomo- 
tives having individual axle drives. 

521,649. Sunbeam Commercial Vehicles 
Limited and Harwood, H. G. Brakes for 
electrically-propelled vehicles. 

521,666. Soc. d’Etudes et de Realisa- 
tions Mecaniques. Means for loading and 
securing a trailer on a railway truck and 
for unloading same therefrom. 

521,705. Leachman, E. C. 
controlling of doors. 

522,006. Automatic Telephone & Elec- 
tric Co. Ltd. and Corner, A. C. Electrical 
signalling systems. 

522,051. Bishop, W. H. 
vehicles. 

522,197. Hoi, G. M. 
ends of railway rails. 


Closing and 


Roofs for 


Connecting the 


522,203. British Thomson-Houston Co. 
Ltd. Electric motor control systems. 

522,275. Sangamo Weston Limited, 
Gilliver, G., and Tagg, G. E. Electrical 


remote-control or signalling systems. 


522,279. Wiener Locomotiv-Fabriks 
A.G. Plant for operating fireless loco- 
motives. 

522,414. Bishop, A. H.  Anti-creep 


clip for dog spikes and the equivalent 
means for securing railway or the like 
permanent-way rails to their sleepers. 

§22,534. Patentverwertungs - Ges. 
Hermes. Apparatus for the propulsion of 
trucks or the like, particularly conveyor 
trucks for use in mines. 









































Accident in Chile.—Twenty persons 
were killed and more than sixty injured 
in a railway accident near Calera, accord- 
ing to a dispatch from Valparaiso to 
the Havas Agency, says Reuters. 


Post Office (London) Railway. 
The commercial accounts of the Post 
Office for the year ended March 31, 
1940, were presented to Parliament 
recently by the Postmaster General. 
These show among the capital assets the 
Post Office (London) Railway at 
£1,149,000. 


Vichy Government to build Trans- 
Saharan Railway. — A_ Reuters 
message from Vichy, dated March 15, 
states that the French Cabinet, meeting 
on that day, had decided to construct a 
trans-Saharan railway. Work on the 
first section of 125 miles was to begin 
immediately, it was understood. 


City & Continental Wharves & 
Transport Limited.—At an _ extra- 
ordinary general meeting held on March 
12, a resolution was passed to the effect 
that the company should be wound up 
voluntarily and that Mr. Harold Mead 
Moore, of Thames House, Queen Street 


Place, London, E.C.4, should be ap- 
pointed liquidator, 

Soviet Locomotive News.—A fuel 
saving of 15 per cent. is claimed for a 
new locomotive with feed-water heater 


and firebox air preheater just built at 
the Kolomna works. The same works 
is also building some electric locomotives 
designed specially for operation in iron 
and steel plants, and is turning out 
standard electric locomotives for the 


3,000-volt d.c. lines of the U.S.S.R. 
Railways, 


Canadian Pacific Railway Com- 
pany.—Gross earnings for the year 
1941 were $170,964,897 and working 
expenses, including taxes, were 
$135,325,459: net earnings were there- 
fore $35,639,438, and with other income 
of $10,692,163 gave $46,331,601 avail- 
able for fixed charges. Net income after 
fixed charges was $20,145,056. A 4 per 
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absorbed $5,042,782 leaving $15,102,274 
to be transferred to profit and loss 
account, the balance of 
$144,045,295. 


St. Pancras Spotters Club. 
club for roof observers (enemy aircraft 
spotters) has been formed in St. Pancras 
with Mr. E. W. A. de Kretser of Camden 
station, L.M.S.R., as Honorary 
Secretary. 


Baker Street Station.— Reference 
is made in the recently-issued report of 
London Transport for the 18-month 
period to the end of 1940 to the fact 
that the new escalators at Baker Street 
station leading to street level, and the 
reconstruction under a modified scheme 
of the Metropolitan Line ticket hall at 
the station, have been completed. The 
booking hall was opened on November 
24, 1940. 


goods 


Canadian National Railways. 
After payment of operating expenses, the 
net revenue of the Canadian National 
Railways system in 1940 amounted to 
$45,007,412, an increase of $24,152,993 
over the net revenue of 1939. Operating 
revenues totalled $247,527,225 and 
were higher by $43,707,038, and opera- 
ting expenses at $202,519,813 showed 
an advance of $19,554,045. 


Train Wrecking in U.S.A.—A 
Pennsylvania Railroad passenger train 
from Cleveland to Pittsburgh, was 
wrecked on March 16 and plunged over 


a 50 ft. embankment into the Ohio 
river at Baden, Pennsylvania, killing 


four persons and injuring 100 others. 
Investigation showed that all the spikes 
of one rail had been removed, by 
someone familiar enough with railway 
construction to leave the signalling 
system undisturbed while making cer- 
tain that the rail would leave its place. 


Road Vehicle Registrations.— 
Ministry of Transport returns show that 
road vehicles registered during the 
month of January numbered 3,498. Of 
these 197 were private cars, 459 cycles, 
and 42 were hackney vehicles. There 

















cent. dividend on the preference stock were 48 tractors and 1,955 agricultural 
Irish Traffic Returns 
Totals for 9th Week Totals to Date 
IRELAND —___— — —--—_____— 
1941 1940 | Inc. or Dec 194] 1940 = or Dec 
£ é | 4 t | £ | £ 

Belfast & C.D. pass. | 2,628 | 2,076 |+ 552 | 24,978 | 19,801 |+ 5,177 
80 miles) goods 990 524 |+ 466 9,538 | 4.513 |4+ 5.025 
total 3,618 | 2,600 |+ 1,018 34,516 | 24,314 ‘i 10,202 

Great Northern pass. 11,700 8,600 | + 3,100 105,750 77,600 |}+ 28,150 
543 miles) goods 14,950 | 10,250 4,700 139,200 103,500 |+ 35,700 
total | 26,650 | 18,850 | + 7,800 | 244,950 181,100 |+ 63,850 

Great Southern pass. | 34,191 27,919 | + 6,272 | 293,233 | 244,682 |+ 48,551 
(2,076 miles) goods 50,965 -| 47,510 |+ 3,455 } 451,966 384,387 |+ 67,579 
total 85,156 | 75,429 |+ 9,727 | 745,199 | 629,069 \* 116,130 

L.M.S.R. (N.C.C.) pass. 7,040 3,820 I+ 3,220 | 58,980 | 33,440 |+ 25,540 
(247 miles) goods 6,880 | 3,700 |+ 3,180 54,770 | 29,790 |\+ 24,980 
total | 13,920 | 7,520 |+ 6,400 | 113,750 | 63,230 |+ 50,520 








which is now 
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Exempt vehicles 
totalled 336, of which 123 were Govern- 


engines (5s. class). 
ment-owned. General goods vehicles 
numbered 453, of which 108 wet 
between 12 cwt. and 1 ton unlade 

weight, 119 were between 2 and 24 tons 
and 139 were in the 2} to 5 tons cl: ASS. 


Railway Accident in Bulgaria. 
It is reported by Reuters that when a 
train recently fell from a bridge into a 
ravine near Oporiise ten persons were 
killed. 








British and Irish Railway 
Stocks and Shares 


Prices 
so | 3g 
Stocks tom 5D | Mar | 2 
= | 2 | ag | Me 
i941 | Fa 
| 
G.W.R. 
Cons. Ord. ... ool Se 224 33 i+! 
5% Con. Pref. . 1034 58 86; (+2 
5% Red. Pref. - (1950) 1054 88 9; | — 
4% Deb. . 107$ | 90¢ | lo6$ |+3 
4455 Deb. vee ove] 1084 | 965 | 108) +1 
4 Cad. .. «| 148 | 96 | He 1 = 
5% Deb. ... | 124 106 | 1224 | — 
ibe el | Oe 66 |+3 
5% Re. Charge... ‘1173. | o97 lig | 
5% Cons. Guar. ..., 117 90$ | 1IS$ | +34 
| 
L.M.S.R. 
Gee oo. as ced ee 9 | 126 |+4 
4% Pref. (1923)  .... 60¢ | 21g | 374 |42 
4% Pref. | Woe | 35 | Son |+t 
5% Red. Pref. (1955), 944 | 60 | BIt | 
4% Deb. | 1012) 8i 100$ /+1 
5% Red. Deb. - (1952) 109; | 102 | 108 
4% Guar. | 933 | 65 894 |+3 
LN.E.R. 
5% Pref. Ord. sisi 83 It 24 itt 
Def.Ord. ...  ..|  4¢ 14 4 
4% First Pref. w-| 60 20 354 j+! 
4% Second Pref. -| 22% 64 124 |+4 
5% Red. Pref. (1955) | 80 344 | 584 - 
4°, First Guar. | 865 56 | 794 +3 
4% pae Guar. .... 77} 37 | 674 |+3 
3% i wl 73e | S48 1 788. 142 
4% Deb. | 97% | 74 96 |+2 
5°, Red. Deb. (1947) | 107 963 | 104 | — 
tt Sinking Fund | 104 98 oi |; — 
d. Deb. | 
SOUTHERN | 
Pref. Ord. ... «| 79 34 464 |4+2 
Def. Ord. i ecel an 7 104 |+4 
5% Pref. ...  .../ 1044 | 583 | 82$ |4+34 
5% Red. Pref (1964) | 105 85 | 944 |+1 
5% Guar. Pref. -. 116% 90 | 1164 |+34 
5% Red. Guar. Pref.| 114% 94 | 1094 — 
(1957) } 
4% Deb. wee wee| 1063 | 844 | 106 [43 
50 ‘| 122$ | 100 | 1234 |41 
P Red. ‘Deb. (1962- | 106 964 | 104 |+I 
2 
4% Red. Deb. (1970- | 106 | 93 | 104 |+I 
80) | | 
FORTH BRIDGE 
4% Deb... | 95 | 87 | 9g | — 
4%Guar. ...  ...| 93¢ | Sg | Bo [+1 
L.P.T.B. | 
H%“A” .. | 1G | 103—| ag Tet 
SEAM i. le lio im tf — 
44% “T.F.A.’ 105} | 101 1024 | — 
5% B’ 116 102 108/42 
“c™ 654 | 24 e i-1 
MERSEY 
a a ge ee ae ms | 26y 12 
4% Perp. Deb. oct | Se 863 | 914 -— 
3% Perp. Deb. «| 68 63 624 | - 
3% Perp. Pref. on ae 50% | 534 — 
IRELAND 
BELFAST & C.D. 
Gra, « em 4 3 4 a= 
| 
G. NORTHERN | 
Cea a= x ee It | 45 — 
G. SOUTHERN 
Geese ae ST ae ee 
is ser cl ek, 10 = 
Guar. ... ne | 36 | IS | 22 — 





Deb. ..-. cee ee} 554 40 53% 
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London & North Eastern Railway Company 
NOTICE is hereby given that, for the purpose of 
preparing the warrants for Interest payable on 
e 15th April, 1941, on the Company’s 5 per cent. 
Redeemable Debenture Stock, the balance will be 
truck as at the close of business on 27th March, and 
such Interest will be payable only to those Stock- 
holders whose names are registered on that date 
Transfers of the 5 per cent. Redeemable Debenture 
Stock should, therefore, be lodged with the Registrar 
f the Company at Hamilton Buildings, Liverpool 
treet Station, London, E.C.2, before 5.0 p.m. on 
27th March. 


By Order, 
P. J. DOWSETT, 
Secretary. 
Marylebone Station, 
London, N.W.1. 
17th March, 1941. 
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ENGINEER, ASSISTANT. Power Railway Signal- 
ling, desires post, fully qualified, 21 years 
ex perience all branches contract and railways. Box 
No. 18 c/o The Railway Gazette, 33 Tothill Street, S.W.1. 


OFFICIAL ADVERTISEMENTS 





QFFICIAL ADVERTISEMENTS intended for 

insertion on this page should be sent in 
as early in the week as possible. The latest time 
for receiving official advertisements for this page 
tor the current week’s issue is noon on Wednesday. 
All advertisements should be addressed to :—The 
Railway Gazette, 33, Tothill Street, Westminster, 
London, S.W. 1. 


Universal Directory of Railway Officials 
and Railway Year Book 


46th Annual Edition, 1940-41 


This unique publication gives the names of all 
the principal railway officers throughout the world 
together with essential particulars of the systems 
with which they are connected. Much general and 
statistical information about railways is also concisely 
presented. 


Price 20/- net. 


THE DIRECTORY PUBLISHING CO., LTD. 
33, Tothill Street, Westminster, S.W.1 








Staff & Labour Matters 

Engineering Wages—Females 

Under a recent award of the National 
\rbitration Tribunal the national bonus 
for female workers employed in the 
engineering industry is to be increased 
by 3s. a week for workers of 18 years 
and over, by 2s. a week for workers of 
16 and under 18 years, and by Is. per 
week for workers of 14 and under 16 
years of age. These increases, which 
applied from the beginning of the first 
full pay period following February 16, 
are the result of proceedings arising 
out of a claim by the Transport & 
General Workers Union and the National 
Union of General & Municipal Workers 


against the Engineering and Allied 
Employers’ National Federation. The 


minimum wages of female workers in 
the industry, after giving effect to the 
lribunal’s award, are as follows :— 


National 

Age Base rate bonus Total 

s. d. s. d s. d 

14 years... 10 O 6 0 16 0 
iS w ao 7 0 ig 8 
16 ,, és 13 4 10 0 23 4 
os ove 14 8 12 0 26 8 
oe 16 0 18 O 34 0 
i os a aS 18 O 35 4 
2 wo wei igs 8 ig 0 36 8 
21 and over 20 0 ig 0 38 0 


Busmen’s Wages 

Negotiations in connection with the 
applications for an increase in the wages 
of busmen have failed to reach agree- 
ment, and it is understood the claims 
are to be referred to arbitration. 
Claims were submitted to the National 
Joint Industrial Council on behalf of 
the employees in the municipal-owned 
buses; to the National Council for 
the bus industry on behalf of the 
employees of company-owned buses ; 
and to the London Passenger Transport 
Board on behalf of the busmen. 

Public Holidays in Scotland 

The Chairman of the Railway Staff 
National Tribunal has recently given 
a decision on the following claim of the 
Railway Clerks’ Association: ‘‘ That 
the national agreements should be 
varied to provide that the extra pay- 
ment of clerical and other salaried 


employees in Scotland shall be granted 
on some other day when January 2 
falls on a Sunday.”’ 

The method of payment for salaried 
staff who work on public holidays is 
laid down in decision No. 68 which is 
contained in the Third Memorandum 





of Interpretation, issued by the Minister 
of Transport on July 1, 1921, as follows : 

Grades embraced in the male clerical 
staff, stationmasters, supervisory stati 
and women clerks agreements (exclud- 
ing staff in receipt of aggregation allow- 
ance and control staff) who have to 
take turns of duty in (a) England and 
Wales on Good Friday and Christmas 
Day, and (b) Scotland on January 1 
and 2, to be given a special payment 
at the rate of 25 per cent. of a day’s 
pay for one turn of duty of four hours 
and a special payment at the 
rate of 50 per cent. of a day’s pay for a 
turn of duty of more than four hours, 
or if booked on for more than one turn 
of duty. 

No exception is taken to the operation 
of decision 68 except in respect of those 
years in which January 2 falls on a 
Sunday. In such years Scottish staff, 
called upon to work on January 1, 
obtain, for that day, the advantages of 
the decision, while those called upon 
to work on January 2 are paid as for 
a Sunday turn of duty. In England 
and Wales on the other hand staff who 


or less ; 


had worked on the preceding Good 
Friday or Christmas Day (the latter 
day, like January 1, having fallen 


upon a Saturday) would have enjoyed 
the advantages of the decision in respect 
of each of those days of public holiday 
upon which they had been employed. 

The Railway Clerk’s Association con- 
tended that this was an anomalous 
position which was neither intended nor 
foreseen when decision No, 68 was given. 

Upon behalf of the railway companies 
it was pointed out that arrangements 
as to extra payment for duty on 
Christmas Day and Good Friday in 
England and Wales and January 1 
and 2 in Scotland were designed to 
secure that men performing duty on 
such days were given extra payment as 
compensation for interference with those 
particular public holidays in much the 
same way as extra payment for Sunday 
duty is given as compensation for 
interference with Sunday. The public 
holidays referred to are, it was stated, 
the only ones for which extra payment 
is granted for work performed, and 
when either of these holidays falls 
upon a Sunday the staff called upon to 
work receive extra payment as for 
Sunday duty which takes the place of 
the extra payment otherwise provided. 


The companies did not accept the 
views that the circumstances in which 
the present claim arose were either 
unforeseen or unanticipated when deci- 
sion 68 was given. Nor did they agree 
that the existing arrangements were 
anomalous. On July 1, 1921, the date 
on which decision 68 was given, the 
agreement relating to Good Friday and 
Christmas Day (England and Wales) 
and January 1 and 2 (Scotland) for 
the conciliation grades was already 
operating. In that year January 2 
had fallen on a Sunday and_ those 
employed in Scotland on that day had 
been paid as for a Sunday duty turn. 
One union, party to the conciliation 
grades agreement, was also a party of 
decision 68. 

The Chairman 
claim. 


found against the 








Railway and Other Reports 
Barsi Light Railway Co. Ltd.— 


Interim dividend is 2 per cent. on the 
ordinary stock for the half-year, com- 
pared with 13 per cent. 

Isle of Man Railway Company.— 
Gross receipts for the year 1940 
amounted to £31,073, a decrease of 
£16,417 compared with 1939. Ex- 
penditure at £32,333, declined by 
£6,365, leaving a debit of £1,260; 
balance brought in, £1,196, and in- 
terest on investments, £1,643, make 
£2,839. Against this, there are to be 
debited £397 for miscellaneous charges 
and debenture interest £7,000, leaving 
an amount of £5,817 to debit forward. 

Vickers Limited.— The directors 
recommend a final dividend on the 
ordinary stock of 6 per cent. actual, 
less tax, making 10 per cent. for the 
year 1940. Net profit for the year, after 
providing for taxation, is £1,119,120, 
against £1,192,041 in 1939, The trans- 
fer to contingencies is £250,000 (same), 
and the carry forward {£651,821 
(£480, 188). 

Associated Electrical Industries 
Limited .—Profit for the year 1940 was 
£1,709,695 (against £1,470,265. Appro- 
priations of £261,283 (£234,956) are 
made for depreciation, and of £992,900 
(against £758,226) for taxation. A 
further {£100,000 is appropriated for 
dividend equalisation. Ordinary divi- 
dend is again 10 per cent. and the carry 
forward is £265,472 (£253,118). 















Quiet conditions continued to rule in 
the stock and share markets, but the 
undertone improved, sentiment having 
been assisted by the war and international 
news. Business again centred mainly on 
British Funds and leading stocks of the 
fixed-interest type, and further gains wer 
recorded by prior charge stocks of the 
home railways, which in some instances 
re now in very short supply in the 
market Ordinary or equity shares of 
industrial companies were firmer, but re- 
mained inactive, awaiting the Budget and 
further details of the Government’s plans 
for concertrating industry. Despite their 
further improvement, home railway prior 
charges still give yields which compare 
favourably with those on other high-class 
investment stocks. Junior railway stocks 
have also experienced better demand this 
week and were moderately higher. he 
belief is growing in many quarters that 
th inimum revenue guarantee is likely 
to be maintained, although there is, of 
courst n¢ ficial indication as to the 
basis on which the financial agreement is 
t be revised This would provide divi- 
dends of 33 per cent. on Great Western 
ordinary; 1 per cent. on L.M.S.R. ordi- 
nary 1Z per cent. on L.N.E.R. second 
preference; and per cent. on Southern 
deferred. At current prices, yields based 
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debentures further improved from 104 to 


1063 at which the yield is approximately 
33 per cent. Southern preferred improved 
from 44} to 46, and the deferred from 97 
to 10}. Moreover, the 5 per cent. prefer- 
ence stock of the last named railway was 
82}, compared with 79} a week ago, and 
would still appear to be very moderately 
priced; the 4 per cent. debentures moved 
up to 106}, and are the same as the 
equivalent stock of the Great Western. 


L.M.S.R. 
proved tendency. The 
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way’s first preference improved and _ the 
second preference was fractionally better 
it 12}. London Transport ‘‘ C,’’ how- 
ever, moved back from 33 to 31}. 
Foreign railway securities showed few 
movements of importance and dealings 
were again on a very small scale. B.A 
Gt. Southern 6 per cent. preference, how- 


ever, made 
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Canada South & Central America 


Varlous 


Indiat 





Railways 


Antofagasta (Chili 


Bolivar. 
Brazil 


Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 


& Bolivia 


Argentine North Eastern ... 


Buenos Ayres & Pacific 
Buenos Aires Central 
Buenos Ayres Great Southern 


Buenos Ayres Western 


Central ais ntine 


Cent of M. Video” 


Costa Rica 
Dorada 
Entre Rios 


International of Cl. 


< Great Western. of Brazil 


Amer... 


Interoceanic of Mexico 
La Guaira & Caracas... 


Leopoldina 
Mexican 


Midland of Uruguay.. ; 


Nitrate 
Paraguay Central 


Salvador 
San Paulo 
Taltal 


United of Havana 


( Canadian National 
} Canadian Northern 


Grand Trunk 
Canadian Pacific 


{ Assam Bengal.. 


| Barsi Light 





Bengal-Nagpur 


Peruvian Corporation 


Uruguay Northern . 


Bengal & North Western 
Bengal Dooars & Extension 


| Bombay, Biroda & cl. India” 
Madras & Southern Mahratta 


Rohilkund & Kumaon 


South Indian ... 


f Beira 





Egyptian Delta. 
Kenya & ae 
Manila ... 


{ Midland of W. “Australia 





Nigerian 
Rhodesia 
South Africa 


| Victoria 


Note. 


Yields 2 are based on nee approximate current prices and are within a fraction of tx 
t Receipts are calculated @ Is. 6d. to the rupee 


ones Week 
1940 aI Ending 
834 9.3.41 
753 8.3.41 
174 Feb. 1941 
2,801 8.3.41 
190 4.1.41 
5,082 8.3.41 
1,930 8.3.41 
3,700 8.3.41 
972 8.3.41 
188 May 1940 
70 eb. 1941 
810 8 3.41 
1,016 8.3.41 
794 Jan. 1941 
22 Feb ‘1941 
1,918 8.3.41 
483 21.1.41 
319 Jan. 1941 
386 28.2.4! 
274 8.3.41 
1,059 eb. 1941 
100 4.1.41 
1534 23.41 
160 Feb. 1941 
1,353 8.3.41 
73 Jan. 1941 
23,637 73.41 
17,153 7.3.41 
1,329 30.4.40 
202 10.1.4] 
2,086 28.2.41 
161 Sepr. 1940 
3,269 31.12.40 
2,986 10.3.41 
2,939 10.1.41 
571 28.2.41 
2,542 31.12.40 
204 Jan. 1941 
623 20.12.40 
1,625 _ 
277 Nov. | 1940 
1,900 28.12.40 
2,442 Jan. 1941 
13,287 18.1.4] 
4,774 Aug. 1940 


Traffic for Week 


Tt Inc. or Dec 
otal 
this year compared 
with 1940 
£ £ 
12,830 — 7,350 
ps. 134,000 — ps.1,200 
3,480 — 40 
ps.!,945,000 ps. 147,000 
$64,800 $21,900 
os.2,605,000 —ps.653,000 
ps. 886,000 —ps. 14,000 
ps.2,003,750 +ps.366,400 
24,709 — 1,766 
17,282 — 7,020 
12,000 1,500 
ps. 213,100 — ps. 10,300 
10,400 — 2,800 
$499,099 — $66,391 
7.350 355 
23,375 805 
ps. 299,200 ps. 4,200 
12,385 321 
4,321 1,266 
$3, .Y 000 $306,000 
8i2 — itll 
418.630 18,539 
29,375 —- 7,271 
3,075 745 
51,354 1,863 
1,153 30 
1,018,828 199,641 
694,400 161,200 
45,187 + 6,529 
4,327 + 787 
271,125 — 2,964 
14.625 508 
284,550 + 15,859 
337.575 45,000 
174,225 + 8,269 
57,600 — 1,989 
141,648 8,811 
76,256 
9,626 2,520 
5716 + 4,027 
49,061 + 258 
491,762 —_ 
773,368 + 99,078 
888,289 + 190,022 


No. of Weeks 


Aggregate Traffics to Date 


Totals 
This Year Last Year 
£ £ 
161,920 185,890 
ps. 5,339,800 ps. 5, - 000 
6,680 220 


ps.48,178,000 
$2,348,700 
ps.76,58! ,000 
ps.26,191,000 
ps.54,261,550 
786,062 
193,339 
24,200 
ps. 7,778,600 
116,490 
$499,099 
13,475 
234,691 
ps. 838,000 
8i, pad 
17,609 
$117,929,000 
516,957 
£290,899 
307,625 
22,510 
697,387 
8,233 


9 252,921 


6,452,800 
135,060 


3,420,638 


284,761 
169,255 


78,885 


! 
29°030,638 
1,756,717 


ps. 48,691,000 

$2,832,700 
ps. 84,972,000 
ps. 28,138,000 
ps. 64,223,050 


756,497 


ps. 8,830, '300 
135,400 
$565,490 
14,605 
221,946 
834,500 
68,384 


ps. 


34,792 
$115,295,000 
531,913 
£352,888 
309,376 
20,130 
752,882 
7,384 


7,884,086 


5,365,200 


120,437 
100,492 


252,386 
3,075,356 


155,708 


63,495 
1,336,451 
27,144,961 
1,383,157 


Shares 
or 
Increase or Stock 
Decrease 
é 
~ 23,970 Ord. Stk 
— ps.183,200 
a 540 6p c. "Deb 
—_— Bonds 
— ps.513,000 Ord. Stk. 
- $484,000 _ 


— ps.8,391,000 Ord. Stk. 
— ps. 1,947,000 — 
— ps9,961,500 am 

Df 


_ d 
29,565 Ord. Stk. 
_ 52.177 Stk. 
1,500 I Mc. Db. 
—ps.l, 0s! 700 Ord. Stk. 
- 19,000 Ord. Sh. 
aa $66, 391 _- 
Ist Pref. 
— 1, 130 _ 
12,745 Ord. Stk. 
+ ps 3,500 ee 
+ 13.413 ~— 
_ 17,183 Ord. Sh. 
+ $2,634,000 Pr. Li. Stk 
- 14,956 Pref. 
- 461,989 os 
— 1,751 Ord. Stk. 
+ 2,380 Ord. Sh. 
- 55.495 Ord. Stk. 
+ 849 a: 
+ 1,368,835 — 
- 4 p.c. Perp. Dbs 
ce 4 p.c. Gar 
1,087,600 Ord. Stk 
+ 14,623 Ord. Stk. 
23,715 -- 
- 84,715 Ord. Stk. 
+ 12,162 “ 
+ 648,353 = 
+ 1,106,700 90 
+ 277,452 - 
+ 17,079 8 
+ 345,282 a 
+ 13,547  Prf. Sh. 
== B. Deb. 
4 15,390 Inc. Deb. 
+ 201,144 —— 
+ 1,885,677 — 
+ 373,560 —_ 


Prices 
. a Te es 
SS cs (ese 
_ © on 
S = -N2Z 
3} 44 Nil 
1 3 Nil 
5 64 Nil 
5 5 Nil 
I 1% Nil 
3 4 Nil 
2 3 Nil 
2 23) Nil 
4 14) Nil 
4 14 | Nil 
14 S$ | 12% 
97498 61s 
+ I+ | Nil 
1 /- *% Nil 
9d. 3 Nil 
4 _— a 
4 % Nil 
* $) 6UNil 
it 2 64 
36 «=. 30k | «194k 
I 2 Nil 
23 294 8} 
3 $ 6 
FY 3 Nil 
68 4} 
9542 101; 343 
4% Nil 
71 100 3 
234 295 Ste 
833 994) 4 
99 107 Sis 
97% 1034 7+ 
238 290 54 
83 944 | 44 
F z| Ni 
444 $ | 73 
80 4| 65 





Argentine traffics are now given in pesos 
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